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We still have for sale Tariff Circular No. 17A at 35 cents, Supplement 
No. | thereto at 10 cents, and Conference Rulings Bulletin No.4 at 35 


cents. 


We will send all of them, postage paid, on receipt of 75 cents. 
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Editorial 


Recent investigation into the best methods for 


transforming lignite coal found in vast beds in the 
Dakotas and Alaska into power and into economic 
heating, will make a change in conditions in the 
way of comfort, and will add many dollars to the 
regions having great supplies of this fuel. We 
seem to be on the eve of the best form of conserva- 
tion by learning not only to use the resources we 
have sanely, but also by having discovered how 
to use those things, we once thought of no value. 


The Panama Canal is taken to be so assured a 


fact, that its effect on Portland, Ore., is shaping 
its business future in the most energetic manner. 
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The prophesy is made that within a few years 
after its opening, Portland will have a population 
of five hundred thousand people. What this pos- 
sible growth means to the Great Northern, North- 
ern Pacific and Chicago, Milwaukee & St. Paul 
roads, is scarcely within proper appreciation now. 
It will mean the loss of much heavy traffic, but in 
the increased demand for the more costly articles 
of necessity in the life of a great and prosperous 
section, the business of the rail lines will more than 
make up the deficiency, and enjoy a larger traffic 
at much better rates, if the predictions of western 
men can be relied upon. 





LAMB GOES TO CHICAGO. 

William E. Lamb, examiner for the Interstate 
Commerce Commission, is leaving the government 
service and is to be a partner in the law firm of 
Cassoday, Butler, Lamb and Foster, Suite 1400, 
Monadnock Block, Chicago. Mr. Lamb will assume 
the work of caring for the cases of his firm as they 
relate to Interstate Commerce either before the 
Interstate Commissioners or in the courts. 

He entered the service of the Interstate Com- 
merce Commission some three years ago as special 
examiner; was promoted to act as attorney for 
the Commission, and July, 1909, was made chief 
examiner, remaining for some time in this capacity. 
His experience is of a character to make him 
familiar, not only with the routine of practice in 
the way of its formal rules and regulations, but 
also enables him to very quickly determine the 
merits of any proposed litigation. It is believed 
by those who know Mr. Lamb’s capacity, that a 
successful future is certain. 





OUR PROGRESS. 

Some interest may be taken by our readers in 
the advance made by THe TRAFFIC WoRLD since 
a year ago. Our subscription list has been more 
than doubled in the time mentioned, and now is 
very close in numbers to the leading publications 
in other lines of business and in comparison with 
some important papers, we are far ahead. 

We are constantly striving to enlarge the scope 
of our news so that all the essential facts of in- 
terest to shippers and carriers as they emanate 
from Washington are reliably covered in our 
columns. One of the most expensive forms of 
news, and published only by THe Trarric WorLD, 
is the report of tariffs filed, rejected and suspended. 
This compilation requires the services of many 
people and much press work, but realizing its value 
we are all the time trying to perfect our report, 
so that it is as nearly free from errors as is pos- 
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sible. In the statements made in our paper we 
strive only for a fair analysis with proper regard 
for all the facts as we see them. 

The Traffic Service Bureau is more and more 
each year becoming a channel for answering in- 
quiries from all sources, and for the preparation of 
rate compilations, and all sorts of data, available 
at the Interstate Commerce Commission and the 
other departments of government. In the way of 
arbitrating many things likely to bring about acute 
contention between shipper and carrier, we have 
met with much success, the result being a better 
understanding and an advance in the co-operative 
theory. We invite no contention, and when differ- 
ences are pronounced, we endeavor to get those 
whose interests are in conflict in close touch with 
each other, in the hope of an amicable settlement, 
and in the majority of cases succeed, saving time, 
money and ill feeling. 

We invite from our patrons suggestions as to 
news they might find valuable that we have not 
carried, and whenever possible, considering time 
and space, we will try to furnish it. 

We sincerely express our appreciation of the 
cordial support given us in the past, and wish all 
of our readers a happy and prosperous New Year. 


Announces New Express Service 





The Western Express company is out with a New 
Year Greeting to shippers, announcing that the first of 
January will see the inauguration of service in and out 
of Chicago via the lines over which this 
operates, 


company 


“It is our sincere conviction,” states General Super- 
intendent McDonnell, “that a strong express organization, 
keeping in close touch with you and your interests, can 
do much to benefit your business, and it is the ambition 
of the Western Express company to be a link connecting 
you and your customers and to maintain that connec- 
tion, not only without friction, but in such a manner 
that both will be pleased and satisfied.” 

At present this line operates over the Soo, Duluth, 
South Shore & Atlantic, Mineral Range, Maritime, Stan- 
ley, Merrill & Phillips, Idaho & Washington Northern 
and Spokane International railways. Its office farthest 
east is at Boston; west, Spokane; north, the in- 
ternational boundary and south, Chicago. Direct connec- 
tion. is maintained with the Dominion Express company. 
In. Chicago the company has the joint use of the Wells- 
Fargo pick-up and delivery services. 


TAP LINE CANCELATIONS HELD UP. 
Washington, D. C., December 30.—The Interstate 
Comerce Commission has issued an order suspending 
until April 15, 1911, Leland’s Supplement 6 to his I. C. C. 
No. 745; Supplement 4 to No. 759; Supplement 6 to 
760 and Supplement 2 to 768. These issues cancel 

through rates with certain tap line connections. 
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YOAKUM AND TEXAS 





Washington, D. C., December 30. 
—B. F. Yoakum, the controlling fac- 
tor in the expanding “Frisco System,” 
has been one of two things. He 
has either been a great benefit to 
Texas, or he has been a serious detri- 
ment. So influential has he become 
and so thoroughly national a charac- 
ter since the days when he was su- 
perintendent of the old San Antonio 
& Aransas Pass road, that the power 
he exerts is either good or bad. It cannot be neutral. 

In those early times the earning power of the 
“SAP” road was of doubtful quantity, and when at the 
maximum did not invite wholesale investment. D. B. 
Robinson, in his lifetime a man of high repute in cer- 
tain financial circles in New York, we regard as opening 
the channel of opportunity for Mr. Yoakum. He was 
quickly responsive to this favoring glance of fortune, 
being shrewd in reading the signs of the times, having 
tact in negotiation, and energy in making plans ef- 
fective. These factors have within a decade placed him 
at the top in transportation affairs in this country. 

In the selection of associates in his business, he has 
chosen men in close touch with the ambitions of the 
rapidly growing territory his lines traverse. Everything 
has not gone to Yoakum, but men who have been and 
are essential parts of his organization have seen the 
material benefits of his appreciation. B. L. Winchell 
and W. B. Biddle are prominent illustrations, and an- 
other is Senior Vice-President Gray. Yoakum was also 
among the first to realize the deep seated animosity in 
many quarters to railway interests, and to say a word 
to calm it. 

Is there anyone among those whom the “Frisco Sys- 
tem” serves, who can seriously say that the career of 
the man we are considering has not in its general effect 
been good for the Lone Star State? Imperfect as 
humanity is, and with no badge of infallibility, is not 
the development of the Southwest in many ways a part 
of his interest in her welfare? We waive the question 
that any exact rule of justice has been applied. That 
theory cannot be supported, but we are standing for the 
claim that Texas, whatver may have been the imposi- 
tions she has experienced, has gained more than she 
has lost in Mr. Yoakum’s interest in her business pros 
perity. 

It is worth while from this vantage ground to con 
sider what is fair to his investment in this growth, not 
with animosity only to the mistakes he has made as a 
guide, but with the conservative state of mind that can 
arrive at just conclusions. W. B. B. 


ORDERS ROADS TO ANSWER IN COAL CASE. 


Washington, D. C., December 30.—The Interstate 
Commerce Commission has ordered the Baltimore & 
Ohio, Chesapeake & Ohio and Norfolk & Western roads 
which recently filed tariffs advancing rates on coal fron 
West Virginia fields to the lake ports for trans-shipmen' 
by water and which were suspended for four months 


by the Commission, to file briefs by January 20, 1911, 


explaining why they advanced the charges now unde: 
suspension. 


December 


DIGES 


Important 
fc 


The pw 
not only ite 
Commission 
of the Whi 
reaus. 


INTERSTS 
In vie 
of Comme} 
peals may 
merce Con 
are no aj 
Commerce 
satisfactio 
ties are a 
for an inj 
issue an o 
to increas 
could take 
can “appe 
sense that 
another. 
to review 
of the tre 
might thin 
go into co 
be said th 
tary of the 
ent time | 
state Com 
courts of 
is organiz 
The IL 
the compl: 
the Bosto: 
asked rep; 
ment of ; 
Mass., to | 
shipping ii 
ant conten 
bound to 
Haven & 
by the Co 
In the 
Hudson R 
defendant 
advantage 
Minn., and 
rates by 
other east 
less per 1! 
by rail-lak 
Commissio 
orders it | 
The I 
the compl: 
riers agail 
and other 
to the am 
who atten 
held at St 
The A 
dered by 









December 31, 1910 





DIGEST OF WASHINGTON NEWS 


Important Happenings of the Capital City Condensed 
for Reference for the Business Man 








The purpose of this department is to give in brief form 
=] not only items of interest concerning the Interstate Commerce 
D Commission, but also a summary of the more important news 
of the White House, Congress and various governmental bu- 
i- reaus. 


e INTERSTATE COMMERCE COMMISSION. 
2- In view of the disposition to regard the new Court 
1- of Commerce as a sort of court of appeals to which ap- 
te) peals may be taken from orders of the Interstate Com- 
r merce Commission, it is well to bear in mind that there 
1. are no appeals from the Commission. The Interstate 
1e Commerce Commission is an administrative body. If dis- 
1e satisfaction is found with its orders the dissatisfied par- 
B. ties are at liberty to take the same into court and ask 
T- for an injunction. For example, should the Commission 
ig issue an order refusing to grant the railroads permission 
as to increase their freight rates as proposed, the railroads 
le, could take the case into court. Neither side, however, 
ng can “appeal” from the order of the Commission in the 
af- sense that an appeal may be taken from one court to 
im. another. The action of any government officer is likely 
to review by the court, as, for example, if the secretary 
as of the treasury should issue an order which some party 
he might think infringed his constitutional rights, he could 
ng go into court and ask for an injunction, yet it could not 
nd be said that the appeals could be taken from the secre- 
he tary of the treasury to any particular court. At the pres- 
ell ent time proceedings concerning the orders of the Inter- 
an- state Commerce Commission are brought in the Circuit 
lso courts of the United States. The new Commerce court 
in is organized to consolidate such cases. 
ord The Interstate Commerce Commission has dismissed 
the complaint of the Empire Wallpaper company against 
‘ys- the Boston & Maine railroad et al. The complainant 
of asked reparation of $25.50 switching charges on a ship- 
‘ect ment of a carload of paper hangings from Worcester, 
as Mass., to St. Louis. The defendant road carried out the 
not shipping instructions of the complainant. The complain- 
yart ant contended that the Boston & Maine road was legally 
‘ion bound to switch the shipment to the New York, New 
‘hat Haven & Hartford road. This contention was overruled 
the by the Commission. 
osi- In the case of the city of Ashland, Wis., against the 
she Hudson River and other railroads, complaining that the 
ros defendant roads subject the city of Ashland to undue dis- 
advantage and give unreasonable preference to Duluth, 
con Minn., and Superior, Wis., by the maintenance of freight 
not rates by rail and lake from New York, Pittsburg and 
1s a other eastern points to Duluth and Superior which are 
can less per 100 pounds than the rates from the same points 
B. by rail-lake-and-rail to Ashland, the Interstate Commerce 


Commission holds the complaint is not well founded and 
orders it be dismissed. 
The Interstate Commerce Commission has dismissed 


state the complaint of the National Association of Letter Car- 
e & riers against the Atchison, Topeka & Santa Fe railroad 
oads and other carriers. The association asked for reparation 
fron to the amount of $5,190.57 on behalf of certain members 
ment § who attended the biennial convention of the association 
onths held at St. Paul in 1909. 

1911 The Astoria & Columbia River railroad has been or- 
inde dered by the Interstate Commerce Commission to pay 
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$13.75, with interests thereon from January 11, 1910, to 
the Wheeler Lumber, Bridge & Supply Co. of Des Moines, 
Iowa, as an overcharge on a carload of lumber shipped 
from Ranier, Ore., to Hartley, Iowa. 

The Interstate Commerce Commission has decided 
that the charge of $1.22 per 100 pounds on a carload of 
soap from St. Louis to Nogales, Ariz., is excessive and 
the Illinois Central Railroad company has been ordered 
to pay $86.16 to Albert Steifeld & Co., the complainant. 

The Louisville & Nashville Railroad company has 
been ordered to refund to the Texico Transfer company 
of El Paso, Tex., the sum of $20.80 which the Interstate 
Commerce Commission has decided was an overcharge on 
a carload of furniture shipped from Evansville, Ind., to 
EF] Paso. 

In the matter of the complaint of the Davenport Com- 
mercial club against the Yazoo & Mississippi Valley rail- 
road and other carrying companies the Interstate Com- 
merce Commission has issued an order requiring the de- 
fendant companies to desist on or before March 1, 1911, 
from charging for the transportation of cypress lumber in 
carloads from Minot and Rome, Miss., to Davenport, Iowa, 
rates in excess of those applied on similar shipments 
from the same points to Rock Island and Moline, Ill. The 
defendant companies are also required to establish be- 
fore March 1, 1911, a rate on cypress lumber from Minot 
and Rome to Davenport not in excess of those applied to 
shipments from the Mississippi points to Rock Island or 
Moline, and to maintain such rates for two years. 

The Interstate Commerce Commission has ordered 
the Chicago, Milwaukee & St. Paul Railway company 
and other carriers to pay to the McCaull-Dinsmore com- 
pany of Minneapolis the sum of $100, an overcharge on 
a mixed carload of cracked corn and whole corn in sacks 
from Elk Point, S. D., to Anaconda, Mont. 

On January 3, 1911, Special Examiner Prouty will 
conduct a hearing in Washington in the complaint of the 
United States Leather company against the Southern 
railway and a large number of other carriers. The point 
involved is the reasonableness of certain tariff charges 
on shipments of leather and leather scraps. 


COMPENDIUM OF FREIGHT CLASSIFICATIONS. 


An unusually valuable publication is issued by the 
Department of Agriculture in the form of a Com- 
pendium of the Official, Southern and Western Freight 
Classifications, prepared by Mr. A. Zappone, chief of 
the division of accounts and disbursements. Because 
of the vast tonnage of government freight moving in 
all directions, the question of effecting savings through 
familiarity with and observance of classifications is an 
important one. Some years ago the Keep commission, 
which was then investigating the departments, for the 
purpose of recommending economies, treated this sub- 
ject, but nothing came of the commission’s recommenda- 
tions. Secretary Wilson approved the idea, however, 
and under his direction Mr. Zappone prepared the com- 
pendium under consideration. 

The preparation of the work involved much labor, 
as evidenced by its 275 pages, filled with tables com- 
paring the three classifications, and indexing all arti- 
cles shipped under them. Complete instructions are 
given the employes of the department how to ship 
freight, and accompanying these are the rules and 
special instructions for the Official Classification, gen- 
eral rules—Southern Classification, and the rules and 
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conditions of the Western Classification. A map shows 
at a glance the states included in the several classifi- 
cations and another shows the land-grant and _ bond- 
aided railroads on which the government has pref- 
erential freight rates. 

Although prepared with especial reference to the 
work of the Department of Agriculture, Mr. Zappone’s 
compendium contains much of general interest to the 
shipper. “It has been observed,’ he says, “that over- 
charges, delays, etc., are due in a great measure to 
improper and incomplete descriptions of articles shipped. 
If the shippers will co-operate with the carriers and 
interest themselves in this subject to the extent of 
having their shipping orders fully and clearly describe 
the articles shipped, so that there will be no doubt 
as to the classification and rating that is properly 
applicable, these annoyances will be reduced to a mini- 
mum.” Then follows a brief “primer” on bills of 
lading. It is pointed out that “10 bales of bags” is 
indefinite, as the classification provides for “Bags, bur- 
lap, gunny or jute, in bales or bundles, third class; 
bags, cottonseed, grain or salt, in bales or trusses, 
second class; bags, clayed, in bales or bundles, third 
class. Similar examples are given of brushes, leather, 
acids, crockery, chinaware, stationery, etc. Attention is 
called to the fact that under “crockery” in the Western 
Classification there are various’ ratings. Chinaware 
and porcelain ware, in boxes, barrels, casks, hogsheads 
or tierces, take first class when no valuation is speci- 
fied when the invoice value does not exceed $20 per 
100 pounds for the gross weight of the package, and 
when the package does not contain any chinaware or 
porcelain ware exceeding in value $20 per 100 pounds, 
and so receipted for, in boxes, barrels, tierces or kegs, 
second class; in casks or hogsheads, third class. The 
various ratings under the heading of “Stationery” are 
set forth, together with the method of packing. Culti- 
vators, set up, are double first class; knocked down 
flat in bundles, third class, with arch bars attached, 
otherwise knocked down, second class; with wheels, 
poles, handles, shovels and whiffletrees detached, first 
class. Hardware, n. o. s., in packages, takes second 
class, but the term hardware should not be used where 
the article shipped is otherwise provided for in the 
classification. For example, bolts are provided for at 
fourth class when in boxes, barrels or kegs; and hinges, 
gate or strapped, at third class; spring hinges, second 
class. Window sash glazed with common window glass 
is third class, but when glazed with plate glass the 
rating is the same as plate glass. Rain gauges and 
scientific instruments should be shipped “boxed,” be- 
cause if shipped in crates, racks, bales, bags or bun- 
dles a higher rating is applied. Wire, n. o. s., second 
class; aluminum wire, in packages, first class, barbed 
wire (carload lots), fifth class; brass or copper, plain 
or insulated, second class; fenced, barbed or telegraph, 
iron or steel, fourth class; iron, covered or insulated, 
n. 0. s., third class; steel or iron, plain, coppered, gal- 
vanized or tinned, in bundles, rolls, boxes, barrels, or 
casks, fourth class. 

It should also be noted that under the terms of 
the classification the style of the package, whether 
boxes, crates, or bundles, very often affects the rating, 
and the bill of lading should plainly indicate the kind 
of package in all cases. 

It is noted that the above are only a few of the 
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many cases that might be cited, but it is believed they 
are sufficient to demonstrate the necessity of shippers 
making a study of and thoroughly posting themselves 
as to the terms and requirements of the classification 
and tariffs, so that they will be in a position to clearly 
and fully describe their shipments, in order that there 
may be no trouble in determining the classification and 
rating applicable. It should be borne in mind that 
the railroad bill clerks do not see the freight and de- 
pend upon the bill of lading and shipping orders for 
their information. 

The Department of Agriculture has hundreds of em- 
ployes moving about the country for whose benefit it is 
pointed out that under “Household Goods” it is most 
essential that a correct description be given. Violations 
of the instructions will be at owner’s risk, as the depart- 
ment will not settle accounts in excess of released rates. 

The application of the classifications is given as fol- 
lows: 

First: The Official Classification applies generally in 
the territory north of the Ohio and Potomac rivers and 
east of Lake Michigan, Chicago and the Mississippi river 
to the Atlantic seaboard, except locally between points 
in the state of Illinois and between certain points in New 
England located on the Boston & Maine railroad. This 
classification also applies to local traffic on the Chesa- 
peake & Ohio and Norfolk & Western railways and be- 
tween certain points on these lines and points in what is 
known as the eastern seaboard territory, located north of 
the Potomac river. Through rates from points in eastern 
seaboard territory to Nashville and Memphis and New 
Orleans are also subject to this classification. 

Second: The Southern Classification applies gen- 
erally in the territory south of the Ohio and Potomac 
rivers and east of the Mississippi, except locally between 
points in the sfates of North Carolina, Georgia and Flor- 
ida and between points on the Chesapeake & Ohio and 
Norfolk & Western railways. The through class rates 
from points in eastern seaboard territory to points in 
southern territory are also, with a few exceptions, gov- 
erned by this classification. 

Third: The Western Classification governs in the 
territory west of Lake Michigan and lines drawn from 
Chicago to St. Louis, and in all the territory west of the 
Mississippi river, except locally between points in the 
state of Iowa. The class rates applying between Pacific 
coast points and points in the territory, Missouri river to 
Atlantic seaboard, inclusive, are also subject to this 
classification. 

It should be stated that there are many exceptions 
to the application of the general classification in each of 
the territories above described. Practically all of the 
railroads publish commodity tariffs providing special rates 
on certain articles which are, as a rule, lower than the 
rates provided for such articles in the regular class tariff. 
Such articles as grain, grain products, dressed meats, 
live stock, lumber, coal, iron, oil, fertilizers, etc., are 
usually transported under commodity tariffs in practically 
all parts of the country. Nearly all roads also publish 
exception sheets both local and joint, in which many 
articles are given a rating different from that provided 
in the general classification. All articles not provided 
with commodity rates, and which are not included in the 
exception sheets, when moving between interstate points, 
are carried under the general classification which governs 
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the class rates in the territories where the shipments are 
made. 

The three general classifications above referred to 
are prepared and published by classification committees, 
each committee being composed of the traffic officials of 
the principal railway lines operating in the territory gov- 
erned by the classification. 

Then follow the rules and special instructions of the 
three classifications, after which the combined classifica- 
tions are given in tables extending over two hundred 
pages. The next set of tables gives the freight rates 
from Washington, D. C., by classes, to all the principal 
points in the United States, also the rates from Chicago, 
Ill., and the American Railway association regulation for 
the transportation of inflammable articles and acids, and 
finally the list of railroads which have agreed to accept 
the net cash rate established via the longest land-grant 
mileage. 

The publication is thoroughly indexed and refiects 
great credit on the compiler. 


CONGRESS. 


With the idea that the committees of the next 
House will be selected by a committee on committees 
instead of being appointed by the speaker, as hereto- 
fore, it is understood some of the progressive repub- 
licans are contemplating steps to prevent the regulars 
from having representation on the committee on inter- 
state and foreign commerce. When Speaker Cannon 
last appointed this committee he gave twelve of the 
eighteen places to republicans on the ground that the 
republican majority in the House entitled them to such 
superior representation. In the next House the demo- 
crats will have a much greater majority than the re- 
publicans in this one, so on the same theory they will 
have twelve or even thirteen of the eighteen places. 
Of the present republican membership, Wanger (Pa.), 
Townsend (Mich.), Kennedy (0O.), Hubbard (W. Va.), 
Miller (Kan.), Stafford (Wis.) and Washburne (Mass.) 
will not be in the next House. Mann (ill.), Stevens 
(Minn.), Esch (Wis.), Knowland (Cal.) and Calder 
(N. Y.) were re-elected. There is thus room for all 
on the committee if they can hold their places, but 
the progressives desire a stronger representation. 
Chairman Mann is known as one of Speaker Cannon’s 
closest friends and supporters, and, as in the ordinary 
course of events, he would become the ranking repub- 
lican on the committee, and in the next House be the 
spokesman for the minority in matters relating to 
interstate commerce, the progressives would like to 
see him left off the committee altogether or dropped 
down th line. Rep. Esch, who has trained with the 
progressives, and who, with Rep. Townsend, soon to 
be senator from Michigan, prepared the Esch-Town- 
send bill, which paved the way for the Hepburn Dill, 
will probably be the candidate of the progressives for 
the position of ranking republican on the committee 
in the next House. This would put him in line for 
the chairmanship if the republicans capture the House 
in 1912, as they hope to do. 

The composition of this committee in the next 
House will be a matter of great importance. The Su- 
preme court will hear in January the Standard Oil and 
Tobacco trust cases, and before the next House as- 
sembles it will have handed down its decision in these 
and several other trust and railroad cases. It is ex- 
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pected these will reveal flaws in the present anti- 
trust laws that will lead to additional legislation, or at 
least to attempts to amend the law, and bills for this 
purpose will come before he committee on interstate 
and foreign commerce. It also has jurisdicticn over all 
matters relating to interstate commerce in foods, stand- 
ards, ete., all involving vast commercial interests fight- 
ing for advantage and, in some few cases, even for 
existence. 

By the time the next Congress meets it is expected 
the commission now considering the question of the 
physical valuation of the railroads, with the great in- 
cidental questions of the values of securities, issuing 
of securities, improvements, etc., will be ready to report. 

In the natural course of events it may be expected 
that the democrats will exhibit a pro-shipper rather 
than a pro-railway tendency, so to speak, and the 
course of railway and trust legislation, as well as that 
relating to pure food, in the next House, will depend 
largely on the composition of this committee. Because 
of the importance of the subjects likely to come before 
it, many hold that it will be second only to the ways 
and means committee in the next House. All of the 
democrats now members have been re-elected. As they 
now rank they are Reps. Adamson (Ga.), Richardson 
(Ala.), Bartlett (Ga.), Sims (Tenn.), Peters (Mass.), 
and Smith (Tex.). It might be expected that either 
Adamson or Richardson, both of whom have long been 
members of this committee and who have given its 
business much consideration, would be the next chair- 
man, and even with the committees selected by a com- 
mittee on committees one or the other will probably 
secure this chairmanship. The greatest interest in this 
connection therefore attaches to the fate of Messrs. 
Mann and Stevens, republicans. 

Representative Kennedy (Ohio) made the first rail- 
road speech of the session in the House Tuesday, Decem- 
ber 20. It was a general discussion of the regulation and 
control of interstate commerce and carriers, and of the 
principles which should not be lost sight of by the gov- 
ernment in future efforts to make their word along this 
line thorough-going, conservative and complete. 

“Much confusion has arisen over the power of Con- 
gress over the railroads by reason of the dual character 
of the government,’ Mr. Kennedy said. “States have 
chartered railroads and carelessly assumed that a rail- 
road so chartered is only a state institution, having no 
duty or obligation other than to the state. This is a 
mistake. The state acts not for the people of the state 
alone, but for the American public. Every railroad con- 
structed under charters conferring the right of eminent 
domain are national roads, available for interstate com- 
merce and subject to national regulation and control. 
The railroads belong to the public. The citizen of Texas 
has as clear a right to use and enjoy upon equal terms 
the railroads of Ohio as any citizen of Ohio. This right 
is secured to him by the Constitution.” 

“The only way we can take from the railroads their 
rights to take tolls upon commerce is by repudiating on 
the part of the public its contract with the railroads or 
by acquiring such rights by purchase,’ Mr. Kennedy con- 
tinued. “The only property which a railroad has is its 
right to take tolls. It has no private property. The rail- 
road is a distinct part of our governmental institutions. 
It is as thoroughly subject to regulation and control as 
the Postoffice Department. 
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“We should no longer hesitate to assume jurisdiction 
over the financial transactions of railroad corporations. 
No restraint whatever has been exercised over the trus- 
tees of our highways. They have been permitted to issue 
bonds and stocks against public credit, said indebtedness 
becoming a direct charge upon the public, without re- 
etraint or supervision, and this license has been grossly 
abused. I do not cry out against railroad management 
which has grievously transgressed, for this has already 
been overdone by the muckraker and the shallow-brained 
uplift writers. There has never been a railroad security, 
stock, bond or otherwise, wrongfully issued for the wrong: 
ful use of which the blame does not attach,in some meas- 
ure at least, to the public. The power has rested all 
times in the hands of the public to have assumed super- 
vision and control. It has been guilty of the ‘grossest 
neglect of its own interests. It has permitted these com- 
panies to issue these securities which are in every true 
sense the obligations of the public, which the public must 
pay or repudiate, while the public kept silent while the 
money, much of it, was misappropriated.” 

He urged that Congress at this session enact a law 
to stop the evil, making it unlawful for the railroads to 
create obligations until legislative authority had been 
found and determined that there is a public necessity to 
incur such public debt. To also make it unlawful to ex- 
pend money raised by the issue of securities for any 
other purpose than that for which the loan was author- 
ized. This would be additional regulation along sound 
and correct lines and might prevent another “wholesale 
looting of the public.” 

Reviewing the failure of this legislation in the last 
session, “after a confusing discussion of physical valua- 
tion of railroads,” Mr. Kennedy said it was hard to un- 
derstand in what way the physical valuation should affect 
either the issuance of stock or fixing of rates. He main- 
tained that the present value of the right of way of a 
railroad may bear no relation to the cost of the same 
property when the public acquired it. The increased 
value of properties belongs to the public and not to the 
stockholders. The stock issues of a railroad should never 
be greater than is necessary to raise money with which 
to construct, equip and operate the property which they 
hold in trust for the public, and yet it may be greatly in 
excess of the valuation of the physical property. 

“Railway rates should be sufficient to compensate the 
railroad company for the money which it expended for 
the public in acquiring right of way for the public, con- 
structing, equipping and operating for it its highways. 
The public has silently acquiesced in all the transactions 
by which the stocks, notes and bonds were sold to inno- 
cent purchasers in the open market. The purchasers 
were in no manner put upon their inquiry, nor is there 
any circumstance surrounding their acquisition of such 
securities to cloud their equitable status. Their riglits 
are as high in equity as though those securities had 
brought their face value into the hands of the public 
trustees (the railroads) and that every dollar of it had 
been expended for the public welfare. These obligations 
are public obligations just as binding on the faith and 
credit of the American public as are national bonds. We 
cannot escape the consequences of our past carelessness 
and neglect. Railroad rates should be based upon the 
outstanding obligations of our public trustees to whom 
we have intrusted the control of the highways, and when 
gentlemen advocate upon the floor of the House the valu- 
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ation of the physical property of the railroads for the pur- 
pose of squeezing water out of railroad securities, they 
are pleading the baby act in the name of the public, and 
I do not believe that the public will thank gentlemen for 
that line of advocacy. 

“Freight rates will be higher,-perhaps forever, in con- 
sequence of our redundant capitalization. The public 
having stood quietly by acquiescing while the trustees in 
possession of its property contracted obligations that are 
jiens upon the railroads themselves, do not stand as well 
in equity as do innocent holders of stocks and bonds, and 
must resort to no procedure to correct the wrong at the 
expense of the innocent stockholders that would smack 
of repudiation or confiscation. Freight rates levied should 
be: just sufficient to meet the proper requirements of the 
railroad corporations as trustees for the highways to 
liquidate its legitimate expenditures as such trustees. 
These necessary expenditures can in no way be affected 
by the physical value of the railroad property itself. I 
can see no useful purpose that physjcal valuation of rail- 
roads in any event can serve. It may be said that it is 
necessary to have the railroads valued for the purpose of 
state taxation, but railroad corporations should not be re- 
quired to pay taxes upon the public’s property which they 
are simply administering for the public. They should be 
taxed by the state upon the business which they do, the 
tolls which they collect upon the franchise they enjoy, 
which is the only property they own. Many roads are 
built upon right of way that was donated to the public 
for this use. Why should the company be credited with 
the physical right of way that cost it nothing? It is the 
part of wisdom now to take such action as will stop all 
future overcapitalization, pocket such losses as have 
already accrued and establish and maintain supervision 
over the financial transactions of these corporations. The 
power to accomplish this in Congress is undoubted and 
ample. The advocates of physical valuation of railroads 
are leading the way to confusion and error worse con- 
founded. In what way would it help us in making ap- 
propriations for the postal service to have a physical 
valuation of the postoffice buildings of the country? 

“State lines must disappear when we come to the 
regulation of the railroads. Wherever state regulation 
and adjustment of rates conflict with national law, the 
state law must give way. When an effort is made to 
prevent the railroad corporations from issuing watered 
stocks and securities, it may he necessarv te axersien 
restraint over their letting of contracts for construc- 
tion, their purchasing of locomotives, rails and other 
supplies. When we fix rates we must do so having 
regard to the necessities of the carrier, and the out- 
standing obligations of the trustees and make them 
high enough so they can pay their fixed charges and 
running expenses, and in doing this we cannot be 
fair to ourselves, to the shippers of the country, or 
to the future generations without seeing to it that the 
public does not suffer further by this conflict between 
public duty and private interests. Where the owners 
and holders of railroad securities are also the manu- 
facturers of steel rails, of locomotives and other sup- 
plies, and miners of coal, all large purchases should 
be under public supervision and public restraint, as 
should also contracts for railroad construction. I be- 
lieve that the appraisal of the physical property to-day 
would be equal to or greater than the capitalization 
of the railroads. But who is to appraise them? And 
how are they to be appraised? If we embark upon 
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this foolish enterprise, let us do it intelligently. The 
capitalization of our railroads, while it is much greater 
than it ought to be, is little, if any, greater than it 
would be if the railroads were to be constructed now, 
and it is manifestly the part of wisdom to accept 
the situation as it is, and now, without further delay, 
assume supervision over all the financial transactions 
of these, the trustees of our highways, permitting the 
making of such rates as will enable the railroad com- 
panies to maintain and operate their roads, including 
within their requirements as trustees such fixed charges 
as interest on bonds and dividends on stocks. 

“It is inevitable that any effort to handle this great 
question that loses sight of these underlying principles 
will produce infinite infinite trouble. 
Let us accept the capitalization of the railroads as a 
thing which cannot be immediately 
do that which we have so long neglected. It is only 
a short time since that one of our railroad companies 
issued twenty-nine stock that was pure 
That, in effect, has put an added burden upon 
the public, upon the consumer, upon the whole country, 
that cannot be remedied now. The stocks have passed 
into the hands of innocent holders. The contemplation 
of these things ought to impress us with the necessity 
of prompt action. We should not permit Congress to 
adjourn without some action upon this matter.” 
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The new package bill, introduced by Representative 
Mann (ill.), 
commerce, is 


chairman, House committee on interstate 


attracting considerable attention among 
congressmen and manufacturers and dealers in foods 


and drugs. Among other provisions, the net quantity, 
weight, measure or count, must be plainly 
marked on the outside of every package, or it will 
be held to be misbranded. 

Employes of the Chicago Great Western 
company in Des Moines and 


either by 


Railroad 
Marshalltown, Ia., have 
petitioned Congress, through Senator Young (Iowa), for 
legislation allowing the railroads to make higher rates 
of transportation. 
Representative Griest (Pa.) has presented petitions 
from citizens of Columbia, Marietta and Elizabethtown, 
Pa., asking for legislation for the regulation of express 
Interstate Commerce 


companies by the Commission. 


NAGEL SUBMITS ANNUAL REPORT. 
Secretary Nagel’s annual report, sent to the Presi- 


dent yesterday, contains many important recommenda- 
improvements in the 


bureaus and branches of the 


tions for changes and various 
Department of Commerce 
and Labor. 

One of the hardships of the 
Secretary Nagel separation of 
families. In many instances a father is admitted and 
his wife and children are barred out after the pioneer 


home. The 


present 
believes, is the 


immigration 
law s, 


has made a secretary believes a more 


equitable system could be found, and says he 
it is the 


assumes 
purpose of the law to keep families together 
them. He 


and not to separate suggests that some sys- 


tem by which inquiry should be made about the fam- 


ilies of immigrants before fathers and sons are admitted 
hould be put into practice. 

Unless immigration can be diverted from Ellis Is- 
land or reduced, there is need for additions to the 
there any adequate 


provision for handling immigrants, declares the secre- 


facilities there. At no port is 
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tary, although at most places sites have been bought 
by the government for buildings to be used for these 
purposes. 

Stricter regulation of steamship companies in the 
immigrant traffic is urged in the report, and a system 
of fines for companies which bring insane immigrants 
or those afflicted with contagious diseases is proposed. 
declares that the immigration officials 
even find it unwise to allow alien employes of 
steamships to land on American soil without applying 
the usual examination to them. 

While the fiscal year 1910 brought a total of 1,198,- 
037 immigrants to the United States, the prediction 
is made that the coming year will approach the banner 
year, 1907, when more than 1,285,000 aliens came in. 
Of those who came this year, more than 274,000 ad- 
mitted they had been assisted by friends. All the 
immigrants brought a total of $28,197,745 with them, a 
per capita of about $27. 

The bulk of the immigration continues to be drawn 
Two per cent of all 


The secretary 


from southern and eastern Europe. 
who applied for admission were turned back. They num- 
bered 24,270 in all, as against 10,411 in 1909. Though no 
increase in attempts to import contract labor is apparent, 
1,700 aliens were deported as such during the year. 
Stricter legislation to govern that class of immigration 
is recommended. 

Secretary Nagel refers briefly to violations of the 
white slave law and declares that immigration officials 
are able to cope with only a fraction of the violations. 
If the traffic is to be stamped out, he says, the states and 
municipalities must take a more active interest. 

Promotion of employes by merit and not entirely by 
scholastic examination is treated at length by Secretary 
Nagel, who believes examination may be proper when an 
applicant enters the government service. The condi- 
tions within the service, however, he thinks, call for an 
entirely different test for promotion. 

“Employes work under the direction and observation 
of chiefs of bureaus and divisions and their capacity, 
efficiency, and resourcefulness are judged by them,” says 
the secretary. “In the final analysis their rights to ad- 
vancement should be wholly determined by the opinions 
of these supervising officials, provided such options are 
well informed, judicious, and conscientiously reached.” 

Secretary Nagel puts himself on record in favor of 
sort of superannuation or retirement for clerks. He 
believes retirement for age or 
economical measure for the government 
and expresses the opinion that if salaries of clerks are 


some 
compulsory disability 


would be an 


to remain as they are, the government can afford to pro- 
vide straight pensions without contributions 
ployes. 


from em- 


The work of the bureau of corporations has been 
highly during the year, and probably this 
month a comprehensive report on its investigation of the 
lumber industry will be completed. The bureau now has 
under way investigations of the International Harvester 


important 


company, the steel and tobacco industries, concentration 
of water power ownership, and corporate taxation. 


IMMIGRATION COMMISSION. 

Upon its dissolution, after three years’ investigation, 
the congressional immigration commission has rendered 
its report, conclusions and recommendations. 

The commission made an extensive study of Eu- 
rope, the sources of recent immigration, causes,- char- 
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acter of immigrants, methods employed here and abroad 
to prevent the immigration of undesirables, and also 
made a thorough investigation into the general status 
of the more recent immigrants as residents of the 
United States and the effect on the institutions, in- 
dustries, and the people of this country. 

The commission classifies immigration as “old” and 
‘new.’ The former was largely a movement from the 
most enlightened sections of Europe; the emigrants 
entered every line of activity, in nearly every part of 
the country, especially agricultural pursuits, as inde- 
pendent farmers, but more often as farm laborers, who 
soon became landowners. As pioneers they were potent 
factors in the development of the west. They mingled 
freely with Americans and were quickly assimilated, 
although a large portion of them belonged to non- 
English-speaking races. The racial identity of their 
children was almost entirely lost and forgotten. 

On the other hand, the new immigration has been 
largely a movement of unskilled laboring men, in large 
part from the less enlightened countries of Europe, in 
response to the call for industrial workers in the 
eastern and middle western states. They have avoided 
agriculture, and in cities and industrial communities 
have congregated in sections apart from Americans 
and the older immigrants to an extent that assimilation 
has been slow. 

The new immigration, as a class, is far less intel- 
ligent than the old. More than one-third of those over 
14 years old are illiterate when admitted. Racially 
they are essentially unlike the British, German and 
other peoples who came in the period prior to 1880. 

In this country the commission investigated the 
congestion of immigrants in Chicago, New York, Bos- 
ton and other large cities; immigrants as industrial 
workers, including effect on wages, employment of 
Americans, conditions of work, etc., and in this work 
information was secured from 3,200,000 individuals. 

Of over two million school] children in 387 cities, the 
commission says that 1,188,853, or 58.4 per cent, were 
children of foreigners. 

The commission says that care should be taken 
that immigration be such, both in quality and quantity, 
as not to make too difficult the process of assimilation. 
Legislation on admitting aliens should be based upon 
economic or business considerations touching the pros- 
perity and economic welfare of our people. Aliens 
convicted of serious crimes in five years after admis- 
sion should be deported. A commission is recommended 
to arrange with countries having police records to 
supply immigrants with copies of such records and 
that immigrants from such countries should be ad- 
mitted only upon the production of proper certificates 
showing an absence of convictions for excludable crimes. 
The immigration laws should be made applicable to 
seamen. Aliens becoming public charges in three years 
after landing should be deported. The importation of 
women for immoral purposes should be prohibited. 
States should enact laws strictly regulating immigrant 
banks and employment agencies. Aliens who persuade 
immigrants not to become American citizens should be 
deported. Chinese laborers should be excluded, but 
Japanese and Korean might be admitted under the 

present restrictions. East Indian laborers should be 
prevented coming to the United States. 

The commission found that there was an _ over- 
supply of unskilled labor in basic industries, which 
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indicates that legislation is needed to restrict further 
admission of unskilled labor. Those unable to read or 
write should be excluded. There should be a limita- 
tion on the number from each race arriving yearly. 
Unskilled laborers with wives or families should be 
barred and a limit put on the nUmber arriving annu- 
ally at any port. The immigrant should be required 
to have more on entering than at present is the law. 
An increase of the head tax is recommended. 

ARMY TRANSPORTATION, 

During the consideration of the army appropriation 
bill by the House military affairs committee, Commis- 
sary-General Sharpe of the army spoke about the trans- 
portation of supplies for the army. He said that when 
the announcement of the drop in prices for beef was 
made the commissary department opened proposals in 
Seattle for supplying the transports on the Pacific coast, 
which require about 60,000 pounds a month, or about 
three carloads, and the prices were advanced 2.85 cents 
over the previous contract. The purchasing commissary 
at Seattle wired the department what could be done in 
purchasing meat in Chicago, Omaha and Kansas City 
cheaper. It was found that the army could buy, delivered 
at Omaha, beef at 7.70 cents a pound. The freight rate 
to Seattle from Omaha is 1.09 cents a hundred pounds, 
which would make 8.79 cents. This would be a saving 
of 96 cents on a hundred pounds over the lowest price 
which could be obtained in Seattle on the beef. The 
beef was purchased for delivery at Omaha and $600 was 
saved on the consignment. 

General Aleshire, quartermaster-general of the army, 
told General Sharpe that the appropriation was very low 
on the item of transportation, but said if it was a ques- 
tion of a saving to the government he would do it. 

In connection with testimony on the cost of the 
ration for the soldiers, Representative Slayden (Texas) 
asked if the difference in the cost at the various posts 
was not largely due to the cost of transportation. Gen- 
eral Sharpe said it was not. “Transportation does not 
figure in it at all, with the possible exception of fresh 
beef and vegetables,” said General Sharpe. These were 
the only articles purchased deliverable locally. The other 
items were all shipped to the post at the market prices. 

“But you buy some supplies at Chicago, New York, 
Maryland, Delaware, including canned goods, etc., and 
they have to be transported from the point of production 
to the point of consumption at the army posts?” sug- 
gested Representative Slayden. ‘And that transportation 
adds materially to the cost.’ General Sharpe said this 
was true and that the quartermaster carries the charge. 
That information would have to be obtained from the 
quartermaster-general as he did not figure transportation 
in the cost of the ration. 

In a statement before the House committee on mili 
tary affairs, Quartermaster-General Aleshire of the army 
stated that the transportation was included in the cost of 
the ration. Last year the cost of transportation on sub- 

sistence stores for the army amounted to $298,043.28. 

The total transportation expense for the.army last 
year was $12,362,500, General Aleshire stated. There was 
an unexpended balance of $270,400, which he explained 
by saying that considerable army transportation is re 
quired to pay the services covered by bills of lading 
and transportation requests. The railroads do not get 


their bills in very promptly, he said, but whenever a bill 
of lading is issued or a transportation request issued, the 
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department requires that a memorandum copy be sent 
to the disbursing officer who would settle the account. 

He gave the committee the following estimates for 
transportation of the army and its supplies during the 
next fiscal year: 

Transportation of the army, $879,140; impediments, 
$73,500; public animals, $39,600; horses of officers, $12,- 
600; purchase of railroad equipment, $19,000; operation, 
maintenance and repairs of railroads and equipment, $8 
650; transportation of signal stores, $57,820; engineer 
stores, $38,600; medical stores, $39,600; baggage of offi- 
cers, enlisted men and civilians from station to station, 
$210,370; recruits, $294,000; applicants for enlistment, 
$112,400; discharged military prisoners, $23,000; supplies 
to the militia, $40,000; clothing and equipage, $147,200; 
quartermaster stores, $672,280; horses and their equip- 
ment, $46,000; subsistence stores, $294,000; ordnance and 
stores, $294,000; funds, $7,000. 

General Aleshire spoke at length of the transporta- 
tion of officers’ horses. The old custom was to allow the 
officer to ship his horse from his last station to his new 
station, but the comptroller of the treasury disallowed 
the accounts. The department issued an order modifying 
the regulations so as to permit the shipment, but the 
auditor and comptroller reaffirmed the decision against it. 
In the meantime several shipments had been made and 
the accounts have been suspended. He recommended 
legislation authorizing the settlement of the accounts of 
the disbursing officers who have paid the bills of lading 
covering the transportation charges for the shipment of 
the horses. 


COMMERCIAL AGREEMENT WITH GREAT BRITAIN. 

What is considered by the Treasury Department as 
an advanced step toward improved trade relations with 
England is the new reciprocal agreement concluded by 
this government and that of Great Britain and Ireland, 
whereby samples of merchandise may be brought into 
both countries by commercial travelers of each. Under it 
customs officers will accept descriptive lists of commer- 
cial travelers’ samples intended for use as models or 
patterns for obtaining orders and not for sale, when cer- 
tified by a consular officer of the United States stationed 
in Great Britain, as establishing the character of the 
merchandise as samples intended for use in selling the 
class of goods they represent. Commercial travelers in 
this country desiring to avail themselves of the facilities 
afforded by Great Britain in the agreement will apply to 
the nearest consular officer of that country. 

This commercial agreement was signed by Secretary 
of State Knox and Alfred M. Innes, charge d’affaires of 
the British embassy here, and was entered into to facil- 
itate the clearance through the customs department of 
Great Britain and Ireland of samples brought in by 
United States commercial travelers. The agreement is 
to go into effect on January 1. 


DEPARTMENT OF JUSTICE. 

As the investigation of conditions in the electrical 
business made by agents of the Department of Justice 
lraws to a close rumors are given publication and more 
or less credence covering the whole field and almost 
every one directly or indirectly connected with the manu- 
facture of electrical supplies. As the matter has not yet 
been laid before Attorney-General Wickersham any pre- 
diction at this time as to the course to be pursued by the 
Department of Justice must be based on deductions and 
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inferences drawn from other cases of a similar character, 
and should be treated as such. Our information is to 
the effect that Mr. Wickersham is devoting his attention 
to the Standard Oil, the Tobacco and the Corporation Tax 
cases, scheduled for hearing by the United States Supreme 
court in January and has not personally taken up the 
question of a combination of manufacturers of electrical 
supplies and does not propose to do so until the cases 
mentioned are out of the way. The department’s agents 
have been investigating for about three years and it is 
understood that their reports are now in the hands of 
Assistant Attorney-General Kenyon, who, with the attor- 
ney-general, has direct charge of this case. 

It has been alleged that there are combinations of 
many different kinds in the electrical business, one con- 
trolling the manufacture of lamps, another the manufac- 
ture of insulated wire, another switches, etc., there being 
seventeen or eighteen distinct groups, all interwoven. 
While it is possible that suits may eventually be brought 
against each of the alleged combinations, the indications 
point to an initial suit against those charged with being 
parties to the particular combination said to control the 
manufacture of electric lamps. In this, as in the other 
electrical cases, it is alleged that the parties have under- 
taken to utilize the patent laws to effect a combination 
illegal under the Sherman act. By means of the control 
of patents and patented articles they are charged with 
attempting to regulate the prices of electrical supplies 
from the manufacturer to the ultimate consumer. This 
question does not figure in the Oil and Tobacco cases 
and therefore the attorney-general feels it will not be 
necessary to await the final opinion of the Supreme court 
in these cases should he decide to proceed against the 
electrical manufacturers. The question is that on which 
the civil and criminal proceedings against manufacturers 
of sanitary enameled ironware are being prosecuted, and 
should the attorney-general decide that in his opinion the 
patent laws are being used to effect a combination that 
otherwise would be illegal he will doubtless proceed in 
this case as in the “Bathtub” trust case. It does not 
now seem probable, however, that any proceedings will 
be instituted for some weeks. 

The immense amount of capital invested in the mariu- 
facture of electrical supplies, the vast business interests 
directly or indirectly involved, and the prominence of 
the individuals and concerns engaged in it stamps the 
investigation as the most widespread, if not the most im- 
portant, yet undertaken by the Department of Justice and 
the results will be given the most careful examination by 
Attorney-General Wickersham before any action is taken. 

The Association of Licensed Manufacturers of Incan- 
descent Electric Lamps, which it is expected will be the 
first object of attack, is said to be composed of the fol- 
lowing concerns: The General Electric company, West- 
inghouse Lamp company, National Electric Lamp com- 
pany, Aitna Electric company, American Electric com- 
pany (Philadelphia), Banner Electric company (Youngs- 
town, O.), Brilliant Electric company (Cleveland), Bryan- 
Marsh company (Chicago and New York), Buckeye Elec- 
tric company (Denver), Colonial Electric company (Den- 
ver), Columbia Incandescent Lamp company (St. Louis), 
Fostoria Incandescent Lamp company (Fostoria, O.), 
Franklin Electric Manufacturing company (Springfield, 
Mass.), General Incandescent Lamp company (Cleveland), 
Gilmore Electric company (Boston), Independent Incan- 
descent Lamp company (Cleveland), Liberty Electrical 
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Manufacturing company (Pittsburg), Munder Electric 
company (Springfield, Mass.), New York and Ohio com- 
pany (Akron, O.), Shelby Electric company (Shelby, O.), 
Standard Electrical Manufacturing company (Niles, O.), 
Sterling Electrical Manufacturing company (Warren, O.), 
Sunbeam Incandescent Lamp company (Chicago), and 
the Warren Electric and Specialty company (Warren, O.). 

It is charged the General Electric company controls 
55 per cent, the Westinghouse 10 per cent, and the Na- 
tional and other companies mentioned 30 per cent of the 
electrical lamp business, leaving 5 per cent for independ- 
ent manufacturers. The members of the association 
claim that in manufacturing under patents the parties 
controlling the patents have a right to fix the prices for 
the articles thus manufactured, and have made no secret 
of the fact they are operating under licenses from 
patentees. 

It is commonly believed here that there is a certain 
community of interest in the electrical business through- 
out the country, including not only the manufacture of 
electrical supplies, but the supplying of electricity for 
lighting, manufacturing and motive power, and it has 
been charged repeatedly that a close combination of these 
interests has been seeking ultimate control of the more 
available water-power sites in all parts of the country. 
It is improbable that the Department of Justice contem- 
plates entering on this broad field at this time, although 
it seems that the investigations of its agents have 
touched it. 

The action of the government in dismissing the civil 
proceedings in what is commonly known as the Beef 
Trust cases is taken as another evidence of Attorney- 
General Wickersham’s intention to proceed criminally 
against alleged violators of the Sherman antitrust act. 
Indictments have been had against various parties alleged 
to be connected with a combination to control the meat 
supply and they will be vigorously pressed. Indictments 
have been found in the “Bathtub Trust” case, and will 
be sought in other trust cases as the department is ready 
to act. 

The Department of Justice is informed that four 
members of the “Bathtub trust” have notified jobbers 
they will no longer be bound by the trust agreements. 
They are the Cahill Iron works (Chattanooga, Tenn.), 
Kerner Manufacturing company (Pittsburg), Union Sani- 
tary Manufacturing company (Noblesville, Ind.) and the 
National Sanitary Manufacturing company (Salem, O.). 


WASHINGTON NOTES. 

According to the Crop Bulletin, issued by the Agri- 
cultural Department, December 22, there has been a 
pretty general falling off in crop values as compared 
with 1909. In corn there was an increase in bushels 
of 353,337,000, but the value decrease was $128,854,000; 
wheat, the decrease in bushels amounts to 41,746,000 
and in value $108,603,000; potatoes, decrease of 37;- 
726,000 bushels, and in value $18,560,000. In hay there 
was a slight decrease in tons, of 4,040,000, but the 
value increased $58,424,000. 

The Dominion Iron and Steel company, with its 
mines at Sydney, Nova Scotia, has been granted a 
government bounty of $1,029,503 on its output for the 
last year. 

The Canadian Pacific railway is preparing to es- 
tablish a monthly line of steamers between Montreal 
and South American ports, and a weekly line between 
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Montreal and the West Indies. Specially constructed 
steamers are being built for this trade. 

The Royal Dutch Shell group, of Singapore, pro- 
poses to enter the United States market with benzine, 
and four large tank steamers have already sailed for 
Boston, according to a government report. 

The Australians are watching with much interest 
the progress of the work on the Panama canal. Its 
completion will be a great thing for that country. A 
recent Melbourne publication, quoted in a consular 
report, says: “It is now practically certain, unless a 
great war breaks out to interrupt the work, that it 
(the canal) will be finished in three more years. This 
means much to Australia. It means that in another 
three or four years we shall have to rearrange our 
mail service to Europe, and our whole oceanic trans- 
portation service. The Suez route to Britain will go 
by the board, must go, because the Panama canal 
will shorten the journey to and from Britain by sev- 
eral days, and thus put all users of the new route 
in possession of an incomparable advantage over users 
of the old.” 

The movement in the interest of good roads in the 
vicinity of Washington received an impetus on Thurs- 
day by the announcement that Frank J. Gould has 
donated $100,000 for the construction of a road from 
Washington to Richmond, Va. The road will be con- 
structed under the joint supervision of the automobile 
clubs of Richmond and Washington. 

Merritt O. Chance, auditor for the Postoffice De- 
partment, has been made secretary of the new com- 
mittee on efficiency and economy, organized by the 
President, to introduce more businesslike methods in 
the government departments. Mr. Chance made an ex- 
cellent record in reorganizing the work of his own 
office and as head of the committee which reorganized 
the work of the auditors of all departments. He will 
advise with Secretary Norton, who will report to the 
President. 

Mr. S. Sokurage, an official of the South Manchuria 

Railway company, who has been in American for nine 
months in the interest of the corporation, will spend 
six months on a similar inspection in England and on 
the Continent before returning to Manchuria. While 
in Washington he said: 
“New York certainly offers a magnificent field for 
terminal and railway investigation. The Japanese gov- 
ernment has given the Manchuria Railway company the 
exclusive right to develop the terminal facilities at 
Port Arthur and Dalny, both in Manchuria. Before 
constructing these terminals the railway is making an 
exhaustive study and investigation of the railway and 
terminal facilities of the important cities of the world. 
It was for the accomplishment of this mission that I 
am in the United States looking into your splendid 
attainments in this direction.” 

T. J. Dolan, of Chicago, secretary of the Interna- 
tional Brotherhood of Steam Shovelmen, who. spent 
Christmas in Washington, in discussing the question 
of railroad rates, said: 

“It means more to the laboring people of the coun- 
try than most persons think to have an increase in rail- 
road rates. It is not a question of more earnings for 
the roads, but whether the railroads will proceed with 
construction work planned. There are millions of dol- 
lars’ worth of projects held up, owing to the inability 
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of the railroads to operate at a fair profit, and, with 
the present rates, it is impossible to dispose of securi- 
ties. Railroad bonds simply cannot be sold abroad or 
at home any more, and all because the rates are too 
low. I am not arguing for the railroads, but for the 
men who labor in the shops and on the tracks. If 
the roads do not get some relief, it will mean that 
thousands of men will not have continuous employment, 
for it will be impossible to go ahead with the work.” 

Much interest is being manifested here in the con- 
vention of the National Tariff Commission association, 
to be held in this city January 11 and 12. The asso- 
ciation is made up of commercial bodies, and is leading 
in the campaign for the establishment of a permanent 
tariff commission. The principal speech at the conven- 
tion will be delivered by Henry C. Emery, chairman 
of the Tariff Board. President Taft, Senators Cummins 
and Beveridge and Representative Nicholas Longworth 
are also down for speeches. 

A delegation representing the American Association 
of Foreign Language Newspapers will confer with Presi- 
dent Taft on January 4, to discuss the restrictive clauses 
in the immigration laws. 

The United States is now selling more to Argentina 
than to Japan and China combined, in spite of the fact 
that Japan and some parts of China have faster mail and 
freight connections with the manufacturing centers of 
the United States than has Buenos Aires, the distributing 
center of Argentina. 

Senator Nixon (Nev.) says that if the Panama Canal 
exposition is held at San Francisco, Cal., there will be 
the lowest rate of railroad fare there ever known. He 
says persons will be able to make a round trip from the 
Atlantic seacoast to San Francisco for what it now costs 
to Chicago and return from those eastern points. The 
transcontinental railroads have already been figuring on 
the matter, he says, and have arranged for a rate of 
about one cent per mile for the round trip, or about $30 
for each ticket on any route. 

According to General Leonard Wood, chief of staff, a 
plan is on foot to consolidate the army in large posts at 
large cities. Action looking to the abandonment of 
Forts Thomas, Ky., Assinniboine, Mont., and Wingate, 
N. M., has been taken. Either Fort Porter or Fort 
Niagara, N. Y., will be dropped. 

The National Monetary commission has just issued 
a very interesting volume on “The Independent Treasury 
of the United States and Its Relations to the Banks 
of the Country.” The volume reviews the history of 
the government’s connection with the banks prior to 
the establishment of the independent treasury, and 
then Says: 

“The history of the independent treasury since 
the creation of the national banks is a record of grad- 
ual departure from independence, both in practice and 
in law. The increasing revenues and disbursements 
of the government and the irregularity of its fiscal 
operations have produced interference with business to 
a larger extent with the passage of the years. Efforts 
by the treasury to correct or prevent the consequent 
ill effects have become much more frequent and brought 
the government into closer relations with the banks. 
On some occasions, too, the necessities of the treasury 
have compelled it to rely on the help of the banks, and 
so brought them together in their operations.” 

According to the author of the volume, the policy 
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of active interference by the treasury department with 
the money market has grown very rapidly, and he 
concludes that the use of the treasury for affording 
relief in a panic is not a satisfactory mode of accom- 
plishing the purpose sought, and that the harm done 
is greater than the good. 

The importation of raw materials into the United 
States shows a great slump from 1909. The imports 
of hides and skins for November, 1910, were 34,000,000 
pounds less than in the corresponding month last year, 
and of raw wool, dropped from 20,500,000 pounds in 
November, 1909, to 6,750,000 pounds. 


Suspends Switching Orders 
Washington, D. C., December 30.—The Interstate 
Commerce Commission has issued orders suspending un- 
til July 1, 1911, the effective date of its orders in the 
cases of the Associated Jobbers of Los Angeles vs. 
Atchison, Topeka & Santa Fe et al., Docket No. 1704, 
and Pacific Coast Jobbers’ and Manufacturers’ associa- 
tion vs. Southern Pacific et al., Docket No. 1649. 

These cases, the decisions in which were published 
in full in THe TRAFFIC WoRLD for May 14, 1910, involve 
switching charges on system line hauls at Los Angeles 
and San Francisco. The Commission condemned the 
charge of $2.50 per car for switching to private tracks 
and industrial spurs when part of a system line haul. 
The carriers took the case to the United States Circuit 
court, but by agreement the case was transferred to the 
new Commerce court with the understanding that the 
Commission would suspend the effective dates of its 
orders until such time as that court should have had 
an opportunity to pass upon their validity. 


New Schedule Effective Today 


Des Moines, Ia., December 30.—The new rates on 
soft lump and nut coal ordered by the state railroad 
commission and which go into effect to-morrow, are as 
follows: 
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distance, the rates given for the next greater distance will pre- 
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DECISIONS OF COMMISSION 


Interstate Board Hands Down Rulings in Contested 
Cases 


Modifies Loftus Decision 


OPINION NO. 1450 
Nos. 1084, 1085 and 1086. 
(20 1. C. C. Rep.,. 21.) 
GEORGE 8S. LOFTUS 
Vs. 
PULLMAN COMPANY ET AL. 
Submitted November 30, 1910. Decided December 12, 1910. 


Upon these cases being called for rehearing; Held, That the 
orders heretofore entered in these cases should be modified so 
that the maximum rate for a lower berth from St. Paul to 
Seattle shall not exceed $11, and for an upper berth, $8.80; 
from St. Paul to Chicago the upper-berth rate not to ex- 
ceed $1.60: from St. Paul to Superior the upper-berth rate 
not to exceed $1.25, and from St. Paul to Fargo or to Grand 
Forks the upper-berth rate not to exceed $1.60. 








James Manahan for complainant. 

F. B. Daniels, G. S. Fernald and M. D. Munn for 
Pullman company. 

J. D. Armstrong, W. R. Begg, E. C. Lindley, J. G. 
Drew and J. M. Gruber for Great Northern Raiway 
company. 

Thomas Wilson for Chicago St. Paul Minneapolis & 
Omaha Railway company. 

Supplemental Report and Order of the Commission. 
LANE, Commissioner: 

These cases involve the charges on what are gen- 
erally known as Pullman car berths and are at present 
before the Commission upon a motion for rehearing made 
by the carriers defendant. On March 15, 1910, the Com- 
mission entered an order in these cases reducing the 
rate for the upper berth from St. Paul to Chicago from 
$2 to $1.50, and from St. Paul to Superior, Wis., from 
$1.50 to $1.10. 18 I. C. C. Rep., 185. The Commission 
also ordered a reduction of the rate from St. Paul to 
Grand Forks, N. D., from $2 to $1.50 for upper berths, 
and the rate upon lower berths from St. Paul to Seattle 
was reduced from $12 to $10 and from $12 to $8.50 on 
upper berths. The rate on lower berths from St. Louis 
to Fargo was reduced from $2 to $1.56, and on upper 
berths from $2 to $1.10. The Commission was appealed 
to by the carriers for a rehearing upon the ground that 
certain facts, through the negligence of the carriers, had 
not been presented to the Commission, and they desired 
to make a further presentation of their defense. This 
motion was granted by the Commission after the Circuit 
court of the United States for the seventh circuit and 
declined to grant an injunction pendente lite against the 
order of the-Commission going into effect. Subsequent, 
however, to the Commission directing a rehearing the 
court granted an injunction staying the effectiveness of 
the order until such time as the Commisson could give 
the carriers opportunity to present more fully matters 
which the carriers claimed had not been in their minds 
at the time of the orignal hearing. 

Upon these cases being called for rehearing, the 
Pullman company, through its counsel, laid before the 
Commission a new schedule of rates, extending through- 
out the United States wherever Pullman cars are op- 
erated, recognizing the principle enunciated in the origi- 
nal opinion that the charge for the upper berth should 


be distinctly less than that for the lower berth. Whereas 
the Commission in the three cases before it had deemed 
a 25 per cent differential between the two berths as 
reasonable, the Pullman company tendered to the Com- 
mission tariffs covering approximately 200,000 miles of 
the railroads of the United States in which it was pro 
posed to establish a differential of 20 per cent between 
the upper and the lower berths. The principle adopted 
by the carrier in its new schedule is this: Where the 


lower-berth rate is $1.50 (which is the lowest interstate 


Pullman berth rate) the rate for the upper berth between 
the same points will be $1.25. Where the lower-berth 
rate is $1.75 or more the upper-berth rate between the 
same points will be 80 per cent thereof. To illustrate: 
The Pullman rate between New York and Chicago is, 
for a lower berth, $5. The rate for an upper berth un 
der this schedule will be $4. So where the rate for a 
lower berth is $3.75 the rate for an upper will be $3; 
where it is $2 the rate will be $1.60; where it is $10 the 
upper-berth rate will be $8; and where it is $15 the 
rate will be $12. In connection therewith reductions 
were also proposed in a large number of rates upon 
lower berths. The proposed 20 per cent reduction as to 
upper berths is to be made upon the basis of the newly 
established lower-berth rates, thus in many cases reduc- 
ing the lower berth more than 25 per cent below the 
present charge for the lower berth. 

The new tariffs presented to the Commission make 
no increases in any rates, but, as stated above, in ad- 
dition to the proposed reduction in the rate upon upper 
berths make a considerable percentage cut in the rate 
upon many of the lower berths. A few illustrations are 
presented in the following table of lower-berth rates: 


Pro- 
Present posed 
From— Rate. Rate. 
oe My eS ge EE ae eee reer $ 5.00 $ 4.50 
New York City to South Bend, Ind............... 5.00 4.50 
TUG SOP Gee CO ROE, Wiis ccc co nisvecscoccsene 8.50 50 
New York City to St. Augustine, Fla............. 7.00 25 
New York City to Jacksonville, Fla.......... és wes 00 
New York City to Savannah, Ga@............eeeeee 5.50 00 
New York City to Charlotte, N. C............. ‘ 4.00 75 
New York City to High Point, N. C........... wielc 25 
New York City to Bay St. Louis, Miss..,......... 8.00 75 
Philadelphia, Pa., to Tampa, Fla................+- 8.00 00 
Philadelphia, Pa., to St. Augustine, Pla........... 7.00 00 
Philadelphia, Pa., to Jacksonville, Fla........... 6.50 75 
Philadelphia, Pa., to Charleston, S. C..... by ee 4.50 
Washington, D. C., to Tampa, Fin... .cscccscccces 7.00 25 
Washington, D. C., to St. Augustine, Fla......... 6.00 00 
Washington, D. C., to Savannah, Ga............. 4.50 


ee =F, rrr rrr rT eee 6.50 
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Richmond, Va., to New Orleans, La.............. 6.50 25 
ee a eg eee ee 6.00 50 
tichmond, Va., to Pensacola, Fia...............+:. 6.00 25 
St. Louis, Mo., to New Orleans, La............... 4.50 25 
Denver, Colo., to Seymour, Mo...............+-- . 5.50 25 
Demver, Cole., tO BeTImGMGiG, MeO. os. cccsccccscccs 5.50 00 
Denver, Colo., to San Francisco, Cal.............. 9.50 00 
yi OT eS a ee ea ee 2.50 00 
Topeka, Kan., to Galveston, Tex.............. oo ee 00 
Topeka, Kan., to San Antonio, Tex......... kate 6.00 50 
Fort Scott, Kan., to St. Augustine, Pla........... 7.50 6.75 
Kansas City, Mo., to San Antonio, Tex........... 6.00 5.50 
Kansas City. Mo., to Fort Worth, Tex........... 4.00 3.50 
New Orleans, La., to Eagle Pass, Tex............ 5.00 4.50 
Semumient, Wem.. BO Me WMO, TOs occ icsdcc doweccs 6.00 5.50 
Beaumont, Tex., to Hagle Pass, Tex.............. 3.50 3.00 
Omaha, Neb., to Eagle Pass, Tex..... iva éece “Ee 5.50 
Omaha, Neb., to San Francisco, Cal............... 11.50 11.00 
Omaha, Neb., to Salt Lake City, Utah............ 7.00 6.50 
Galveston, Tex., to Eagle Pass, Tex........:... . 3.00 2.75 
Se. en. ee I. 5 hs so ae bbase ee , ae 5.00 
Eewameem. TER., Wo MMe PABR, TOR i. cic ctscceccs 3.00 2.50 
Hutchinson, Kan., to San Francisco, Cal......... 11.00 10.50 
St.” Pe, Meee, CO PC, Se oo sc ciicseccecsse 12.00 11.00 
St. Paul, Minn., to Seattle, Wash.............. .. 12.00 11.00 
St. Paul, Minn., to Billings, Mont................. 6.00 5.50 
St. Paul, Minn., to Jamestown, N. D.............. 2.50 2.00 
Duluth, Minn., to Portland, OTe... ....cccccccvecees 12.00 10.75 
Moorhead, Minn., to Portland, Ore................ 11.00 9.75 
Moorhead, Minn., to Billings, Mont............... 4.50 4.00 
Jamestown, N. D., to Portland, Ore.............. 10.50 9.50 
Miles City, Mont., to Portland, Ore................ 8.00 7.00 
Elk River, Minn., to Billings, Mont............... 6.00 5.25 
Billings, Mont., to Portland, Ore................. 6.50 6.00 
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Butte, Mont., to- Portland, Ore... ....csccccvccccsse 5.00 4.75 
Missoula, Mont., to Portland, Ore..............6.. 4.50 4.00 
COSC, Eire, CO CHOU, BU cc cvccaserecwecseces 8.00 7.00 
Chicago, Ill., to Gam Antonio, Tem. ......ccccoseses 8.00 7.50 
Chicago, Ill., to San Francisco, Cal.............e.: 14.00 13.00 
CP, Bg Oe SUN, BP 60 cbc ccc sede vesbveccase 13.00 12.00 
CRIES, Ti., CO POC, Grae o!e.o:6icc ec cc wes cow nies 14.00 13.00 
CRSSRE, Tie, CO BOG, VOOR: cc cede ve ccicwecwsss 11.50 11.00 
Chicago, Ill., to Salt Lake City, Utah............. 9.50 8.50 
fe eS ee ere 6.50 6.00 
Salt Lake City, Utah, to San Francisco, Cal...... 5.50 5.00 
Salt Lake City, Utah, to San Diego, Cal.......... 8.50 7.25 
Salt Lake City, Utah, to Elko, Nev................ 7.00 6.00 


Evidence was introduced based upon the actual 
movement of sleeping-car passengers between St. Paul 
and Fargo, N. D., establishing to our minds the reason- 
ableness of the existing rate of $2 for a lower berth 
when compared with rates charged elsewhere for similar 
distances and time expended in the haul. 

In view, therefore, of the full facts presented in the 
record in these cases, and further having in mind the 
proposal of the Pullman company to reduce the rates 
upon upper berths throughout the United States where- 
ever Pullman cars are operated and to reduce the rates 
applicable for long: hauls in accordance with the Com- 
mission’s previous conclusions, it will be ordered that 
the order heretofore entered in these several cases shall 
be modified as follows: 

The present rate of $2 exacted by the Pullman com- 
pany for the use of a lower berth in a first-class standard 
sleeper from St. Paul to Chicago over the lines of the 
Chicago St. Paul Minneapolis & Omaha Railway company 
and the Chicago & North Western Railway company is 
not found unreasonable, but the rate for the use of an 
upper berth is unjust and unreasonable to the extent that 
it exceeds $1.60. 

The present rate of $1.50 exacted by the Pullman 
company and the Great Northern Railway company for 
the use of a lower berth in a first-class standard sleeper 
from St. Paul to Superior, Wis., is not found unreasonable, 
but the rate charged for the use of an upper berth is 
unjust and unreasonable to the extent that it exceeds 
$1.25. 

The present rate of $12 exacted by the Pullman com- 
pany and the Great Northern Railway company for the 
use of a lower berth in a first-class standard sleeper from 
St. Paul to Seattle is unjust and unreasonable to the 
extent that it exceeds $11. The rate for the use of 
an upper berth is unjust and unreasonable to the extent 
that it exceeds $8.80. 

The present rate of $2 exacted by the Pullman com- 
pany and the Great Northern Railway company for the 
use Of a lower berth in a first-class standard sleeper from 
St. Paul to Fargo, N. D., is not found unreasonable. The 
rate for the use of an upper berth is unjust and un- 
reasonable to the extent that it exceeds $1.60. 

The present rate of $2 exacted by the Pullman com- 
pany and the Great Northern Railway company for the 
use of a lower berth in a first-class standard sleeper 
from St. Paul to Grand Forks, N. D., is not found un- 
reasonable. The rate for the use of an upper berth is 
unjust and unreasonable to the extent that it exceeds 
$1.60. 

This order as to the Pullman company shall go into 
effect on February 1, 1911 (and the rates herein fixed 
shall be maintained as maxima for two years from that 
date), provided the Pullman company on or before that 
date shall file with the Commission the schedule of re- 
vised and reduced rates proposed and herein referred to, 
and said company shall be permitted to make such rates 
effective upon one day’s notice, it being understood, how- 
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ever, that this order is not equivalent to a determination 
of the reasonableness of the new schedule of rates in 
whole or in part, save where such rates have been 
specifically considered in the cases now before the Com- 
mission. 

The order as to the Great Northern Railway company 
shall also go into effect on February 1, 1911. 





ORDERS. 


At a general session of the Interstate Commerce Com- 
mission, held at its office in Washington, D. C., on the 
12th day of December, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 

No. 1084, f 
GEORGE S. LOFTUS 
vs. 
THE PULLMAN COMPANY ET AL. 

This case coming on to be further heard upon re- 
hearing, and having been duly reheard and submitted 
by the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
being of the opinion that the present rate charged by 
defendant, the Pullman company, for the use of an upper 
berth in a first-class standard sleeping car from St. Paul, 
Minn., to Chicago, Ill., via the lines of defendants, 
Chicago & North Western Railway company and Chicago, 
St. Paul, Minneapolis & Omaha Railway company, is un- 
reasonable, and that a just and reasonable rate for such 
service should not exceed $1.60, and having made and 
filed a report containing its conclusions thereon, which 
said report is made a part hereof: 

It is ordered, That the order heretofore entered in 
this case is modified, and that defendant, the Pullman 
company be, and it is hereby, notified and required to 
cease and desist, on or before the 1st day of February, 
1911, and for a period of not less than two years there- 
after abstain, from exacting its present rate for the use 
of an upper berth in its first-class standard sleeping cars 
from St. Paul, Minn., to Chicago, Ill., over the line of 
defendants, Chicago & North Western Railway company 
and Chicago, St. Paul, Minneapolis & Omaha Railway 
company. 


It is further ordered, That defendant, the Pullman 


company, be, and it is hereby, notified and required to 
establish, on or before the ist day of February, 1911, 
and maintain in force thereafter during a period of not 
less than two years, a rate for the use of an upper berth 
in its first-class standard sleeping cars from St. Paul, 
Minn., to Chicago, Ill., over the lines of defendants, 
Chicago & North Western Railway company and Chi- 
cago, St. Paul, Minneapolis & Omaha Railway company, 
which shall not exceed $1.60. 

And it is further ordered, That defendant, the Pull- 
man company, be, and it is hereby, authorized to make 
effective upon one day’s notice to the public and to the 
Interstate Commerce Commission, given in the manner 
required by law, the rate which said defendant is by 
this order required to establish and put in force on or 
before the 1st day of February, 1911, in which event 
the tariff in which said rate is given must contain the 
notation that it is issued under the authority hereby 
granted, and must refer to the number of this case. 
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No. 1085. fendants be, and they are hereby, notified and required 

GEORGE S. LOFTUS to cease and desist, on or before the ist day of Feb 

vs. rurary, 1911, and for a period of not less than two years 


THE PULLMAN COMPANY ET AL. 

This case coming on to be further heard upon re- 
hearing, and having been duly reheard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
being of the opinion that the present rate charged by 
defendants, the Pullman company, and the Great North- 
ern Railway company for the use of an upper berth in 
their first-class standard sleeping cars from St. Paul, 
Minn., to Superior, Wis., is unreasonable, and that a just 
and reasonable rate for such service should not exceed 
$1.25, and having made and filed a report containing its 
conclusions thereon, which said report is made a part 
hereof: 

It is ordered, That the order heretofore entered in 
this case is modified, and that defendants, the Pullman 
company, and the Great Northern Railway company be, 
and they are hereby, notified and required to cease and 
desist, on or before the ist day of February, 1911, and 
for a period of not less than two years’ thereafter abstain, 
from exacting their present rate for the use of an upper 
berth in their first-class standard sleeping cars from St. 
Paul, Minn., to Superior, Wis. 

It is further ordered, That defendants, the Pullman 
company, and the Great Northern Railway company be, 
and they are hereby, notified and required to establish, 
on or before the first day of February, 1911, and main- 
tain in force thereafter during a period of not less than 
two years, a rate for the use of an upper berth in their 
first-class standard sleeping cars from St. Paul, Minn.., 
to Superior, Wis., which shall not exceed $1.25. 

And it is further ordered, That said defendants be, 
and they are hereby, authorized to make effective upon 
one day’s notice to the public and to the Interstate Com- 
merce Commission, given in the manner required by law, 
the rate which said defendants are by this order re- 
quired to establish and put in force on or before the 
1st day of February, 1911, in which event the tariff in 
which said rate is given must contain the notation that 
it is issued under the authority hereby granted, and 
must refer to the number of this case. 


No. 1086. 
GEORGE S. LOFTUS 
vs. 


THE PULLMAN COMPANY AND THE GREAT NORTH- 
ERN RAILWAY COMPANY. 

1. This case coming on to be further heard upon re- 
hearing, and having been duly reheard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
being of the opinion that the present rates charged by 
the defendants for the use of lower and upper berths in 
their first-class standard sleeping cars from St. Paul, 
Minn., to Seattle, Wash., and for the use of an upper 
berth from St. Paul, Minn., to Fargo, N. D., and for the 
use of an upper berth from St. Paul, Minn., to Grand 
Forks, N. D., are unreasonable, and that just and rea- 
sonable rates for such services should not exceed those 
prescribed in paragraphs three, four and five hereof, and 
having made and filed a report containing its conclu- 
sions theron, which said report is made a part hereof: 

2. It is ordered, That the order heretofore entered in 
this case is modified, and that the above-named de- 


thereafter abstain, from exacting their present rates for 
the use of lower berths and upper berths in their first- 
class standard sleeping cars from St. Paul, Minn., to 
Seattle, Wash., and for the use of an upper berth from 
St. Paul, Minn., to Fargo, N. D., and for the use of an 
upper berth from St. Paul, Minn., to Grand Forks, N. D. 

8. It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on or 
before the ist day of February, 1911, and maintain in force 
thereafter during a period of not less than two years, rates 
for the use of lower and upper berths in their first-class 
standard sleeping cars from St. Paul, Minn., to Seattle, 
Wash., which shall not exceed the following, to wit, $11 
for the use of a lower berth and $8.80 for the use of an 
upper berth. 

4. It is further ordered, That said defendants be, 
and they are hereby, notified and required to establish, 
on or before the ist day of February, 1911, and main- 
tain in force thereafter during a period of not less than 
two years, a rate for the use of an upper berth in their 
first-class standard sleeping cars from St. Paul, Minn., 
to Fargo, N. D., which shall not exceed $1.60. 

5. It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before the ist day of February, 1911, and maintain in 
force thereafter during a period of not less than two 
years, a rate for the use of an upper berth in their first- 
class standard sleeping cars from St. Paul, Minn., to 
Grand Forks, N. D., which shall not exceed $1.60. 

6. And it is further ordered, That said defendants be, 
and they are hereby, authorized to make effective upon 
one day’s notice to the public and to the Interstate 
Commerce Commission, given in the manner required by 
law, rates which said defendants are by this order re- 
quired to establish and put in force on or before the 
lst day of February, 1911, in which event the tariffs 
in which said rates are given must contain the notation 
that they are issued under the authority hereby granted, 
and must refer to the number of this case. 


Smelters Lose Coke Rate Cases 


OPINION NO. 1440 
No. 2386. 
(19 I. C. C. Rep., 592.) 
ANACONDA COPPER MINING COMPANY 
VS. 

CHICAGO & ERIE RAILROAD COMPANY ET AL., 
AND EIGHT OTHER CASES DISPOSED OF IN 
THE ORDER ENTERED HEREIN, WHEREIN THE 
PARTIES ARE NAMED, WHICH CASES ARE IN- 
DICATED BY DOCKET NUMBERS AS FOLLOWS: 
2207, 2208, 2209, 2210, 2211, 2383, 2384 AND 2385. 


a 


Submitted December 8, 1909. Decided December 12, 1910. 


Complainants, who smelt copper at Anaconda and Black Eagle, 
Mont., shipped coke on the separately established or joint 
through rates from the West Virginia-Pennsylvania ovens 
to Chicago, plus the rates beyond to the smelters. At 
the time covered by these complaints the defendants main- 
tained two rates upon coke from the ovens to Chicago, 
a rate of $2.65 per net ton on coke and a rate of $2.35 
per net ton ‘‘on coke for use in blast furnaces for smelt- 
ing iron from the ores.’’ There were no joint through 
rates in effect from the ovens to Montana. No complaint 
was made of the rates from Chicago to Mantana, but 
complainants asked reparation upon the ground that the 
maintenance of the two separate rates upon the same 
commodity at the same time from the ovens to Chicago 
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was a discrimination that was undue and that the higher 
rate was unjust and unreasonable. teparation was de- 
manded in the amount of the difference between the two 
rates. Complainants also asked that the Commission find 
“that the charging to complainants the excessive and 
illegal or unreasonable rates on coke for five years next 
preceding the filing of this petition be declared unjust, 
unreasonable and illegal;’’ Held: 

1. That following the spirit, as well as the letter, of the limi- 
tation clause contained in Section 16 of the act, the Com- 
mission believes it is without jurisdiction over shipments 
or the rates and charges assessed thereon for a period 
exceeding that named in the statute. 


2. That the rate of $2.65 per net ton applying on coke was and 


is a low rate for the services performed and that the 
maintenance of a lower rate “on coke for use in blast 
furnaces for smelting iron from the ores,’’ while improper, 
did not subject the complainants to undue discrimination 
and is not the basis for awards of damage in these cases. 


3. That smelters of copper and of iron do not compete in any 


proper or ordinary sense of the term and complainants 

have suffered no damage. 

William A. Glasgow Jr. and Charles D. Drayton for 
complainants. 

William Ainsworth Parker for Baltimore & Ohio 
Railroad company. 

C. B. Fernald for Pennsylvania company. 

George Stuart Patterson for Pennsylvania Railroad 
company and Monongahela Railroad company. 

Clyde Brown and O. E. Butterfield for New York 
Central lines. 

R. Walton Moore for Norfolk & Western Railway 
company. 

Buckner Clay for Coal & Coke Railway company. 


Report of the Commission. 
COCKRELL, Commissioner: 

These cases, by stipulation, were heard together, 
and disposition will be made of them in one report. The 
complainant corporations are affiliated as subsidiary 
companies by the Amalgamated Copper company. The 
Anaconda Copper Mining company has its smelter at 
Anaconda, and the Boston & Montana Consolidated 
Copper and Silver Mining company has its smelter at 
Black Eagle, in the state of Montana. Five of the 
complaints of the Anaconda company were filed March 
11, 1909. The complaint in Docket No. 2386 and the 
three complaints of the Boston & Montana company 
were filed April 21, 1909. The subject matter and 
phraseology of all the complaints are alike, and set 
forth the following facts: 

(a) That the complainants, in the state of Mon- 
tana, are engaged in smelting ores containing copper, 
silver, gold and iron. 

(b) That the defendant carriers have tariffs in ac- 
cordance with which they charge from the ovens in West 
Virginia and Pennsylvania to Chicago and certain Chi- 
cago points, a rate of $2.35 per net ton on coke when 
used for smelting iron from the ores. 

(c) That defendant carriers under other tariffs 
charge for the transportation of coke between the points 
named, when used for other purposes than the smelting 
of iron from the ores, a rate of $2.65 per net ton. 

The complainants allege that “it is illegal, unlawful 
and contrary to the act to regulate commerce for said 
defendants to charge a different or greater rate for the 
transportation of coke as aforesaid, basing said charge 
on the purposes for which said coke is used;” that 
complainants have shipped large amounts of coke from 
the ovens in West Virginia and Pennsylvania to Chi- 
cago, or to Chicago-rate junctions, upon which the 
defendants have exacted the rate of $2.65 per net ton; 
that such rate on coke for other uses than the smelting 
of iron from the ores was and is unjust and unreason- 
able, and was and is discriminatory against the com- 
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plainants, and subjected the complainants to excessive 
charges of 30 cents per net ton on all the coke trans- 
ported for them; and that this Commission should re- 
quire that the defendants transport all coke, without 
regard to the use to which it may be put, for a charge 
of $2.35 per net ton. Each complaint is accompanied 
by exhibits setting forth in detail the weights and 
charges applied to specific shipments, as well as the 
amount claimed as reparation for the alleged over- 
charges. 

The prayers of these complainants ask not only 
reparation, but for the establishment of a rate for the 
future, and certain of them request that this Com- 
mission find “that the charging to complainant the ex- 
cessive and illegal or unreasonable rates on coke afore- 
said for five years next preceding the filing of this 
petition be declared unjust, unreasonable and _ illegal,” 
and that the complainant may have other and further 
relief. 

The defendants admit that they have had and still 
have two separate tariff schedules prescribing two rates 
on coke from the ovens of Chicago: One applying on 
foundry and other than furnace coke, $2.65 per net ton, 
and the other “applying only on coke for use in blast 
furnaces for smelting iron from the ores,” $2.35 per net 
ton. They claim that such rates are just and reasonable, 
have been duly published and filed, and are legal. They 
deny that such rates, or either of them, discriminate 
against complainants or that complainants are entitled 
to any reparation. 

The shipments embraced in these cases moved be- 
tween December 8, 1906, and January 11, 1909. The 
earliest payments of freight charges appear to have 
been made in February, 1907. Several of the com- 
plaints embrace shipments therefore which are clearly 
barred by limitation. In this report only such ship- 
ments will be considered as moved within two years 
from the time the complaint embracing them was filed, 
and with respect to shipments moving prior to such two- 
year period we think it proper toe state that, following 
the spirit as well as the letter of the limitation clause 
contained in section 16 of the act, we believe we are 
without jurisdiction, and therefore we will not make 
any finding whatever concerning such shipments or the 
rates and charges assessed thereon, neither will we 
make any finding or express any opinion concerning the 
rates on coke “for five years next preceding the filing’ 
of these petitions. 

The rates assessed upon all the shipments herein 
considered were the separately established or joint 
through rates from the West Virginia-Pennsylvania ovens 
to Chicago plus the rates beyond to Anaconda or Black 
Zagle in Montana. At no time covered by these com- 
plaints was there a joint through rate on coke by way 
of Chicago from the West Virginia-Pennsylvania ovens 
to either of these destinations. The testimony indi- 
sates that while some shipments were made from the 
ovens to Montana direct, most of the coke moved from 
the ovens to Chicago, where it was reconsigned to the 
complainants. In either case, however, the method of 
assessing the freight charges and of paying the same 
was identical—that is, the coke rate from the ovens to 
Chicago was carried forward and paid at destination as 
advanced charges. 

The testimony shows that the commodity to which 
the two rates are applied is one and the same thing— 
coke. Nothing was shown to distinguish between the 
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kind of coke used by blast furnaces for smelting iron 
from the ores and the kind of coke used by smelters or 
iron foundries further than to show the difference in the 
equipment used and the weights of carloads. No prac- 
tical difference was shown to exist between 48-hour coke 
and 72-hour coke. While 72-hour coke is ordinarily 
considered a higher grade than that which has been 
burned 48 hours, because it contains less sulphur, and 
therefore for some metallurgical purposes may be more 
desirable and hence bring a higher price, the testimony 
shows that both grades are used in blast furnaces for 
smelting iron from the ores and are also used in the 
copper smelters. 

The coke moving from the West Virginia-Penn- 
sylvania coking ovens to Chicago over the Pennsylvania 
lines amounts to about 2,225,000 tons per annum, of 
which only 150,000 tons are destined beyond Chicago 
and the balance is consumed at that place. The propor- 
tions for Chicago and for beyond seem not materially 
to vary on the lines of the other defendants, though the 
total amounts carried do differ. Almost all the coke 
consumed in Chicago is transported in hopper cars of 
large’ capacity and is for use in blast furnaces for 
smelting iron from the ores. These hopper cars are 
furnished in part by the carriers and in part are owned 
by the industries using the coke. This special equip- 
ment, used for moving coke from the ovens to the blast 
furnaces, is not permitted by the carriers to go beyond 
Chicago, for the reason that experience has shown that 
the western connections find employment for such cars 
in their local traffic and great delay occurs before they 
are returned. Coke destined beyond the Chicago gate- 
way is ordinarily loaded in box or stock cars belonging 
to the western roads, and thus furnishes them return 
loading and protects the special coke equipment of the 
initial carriers from prolonged detention by their west- 
ern connections. The testimony shows that while the 
blast-furnace coke loaded in hopper cars does not go 
beyond Chicago, the foundry coke loaded in box cars 
is sometimes used by the blast furnaces at or near 
Chicago, and when so used the rate is corrected from 
$2.65 per net ton to $2.35 per net ton. The minimum 
weight prescribed in each of the said tariffs is 30,000 
pounds. 

The defendants claim and strongly urge in their 
briefs and arguments that the traffic in coke for use in 
blast furnaces for smelting iron from its ores is not 
the same traffic as the foundry-coke traffic and that 
the same does not move under substantially similar 
circumstances and conditions. They cite in support of 
these contentions the Party Rate cases, the Import Rate 
case, and many other decisions of the courts which 
distinguish between the kinds of traffic and the cir- 
cumstances and conditions under which similar articles 
moving between the same points may take different 
rates. They set forth the various traffic and commer- 
cial conditions which induced them to establish the 
two rates from the ovens to Chicago and defend those 
rates as the outgrowth of circumstances rather than as 
arbitrary actions of their own. Stress was laid upon 
the coke for the blast furnaces moving in train loads, 
while the other coke ordinarily moves in carload lots 
only, and that a larger tonnage was carried in most of 
the cars used in transporting coke to the blast fur- 
naces in Chicago. The defendants also urge that unless 
very low rates are given the blast furnaces at Chicago 
they cannot compete with southern blast furnaces which 


are close to other coking ovens; and that if a very low 
rate on coke was not made from the West Virginia- 
Pennsylvania coking ovens to Chicago they might lose 
the traffic, because for seven months in the year it is 
possible to move bituminous coal from the mines in 
West Virginia and Pennsylvania to Buffalo or Erie and 
thence by the Lakes to Chicago and convert the same 
into coke in by-product ovens at the plants. 

Whatever difference there may be in the cost to 
the carrier between traffic in trainloads and traffic in 
carloads, it appears from the general course of legisla- 
tion with respect to commerce between the states, from 
the debates and reports of the various committees in 
Congress when the act to regulate interstate commerce 
was under consideration, from the better considered 
court opinions, and from the reports and opinions of 
this Commission, that to give greater consideration to 
trainload traffic than to carload traffic would create 
preference in favor of large shippers and be to the preju- 
dice of small shippers and the public. 

This Commission has always held that it is im 
proper for the carriers to base their charges upon the 
use to which a commodity may be put, and while the 
statements and arguments presented by the defendants 
are persuasive, they do not convince the Commission 
that our position heretofore taken in this regard should 
be. changed. 

The question remains to be determined whether the 
complainants are entitled to reparation, regardless of 
whether the $2.65 rate was or is unjust or unreasonable 
in and of itself. The complainants contend that it is 
illegal, unlawful and contrary to the act of said de- 
fendants to charge a different or greater rate for trans 
porting coke based upon its use, and that the $2.65 rate 
was unjust, unreasonable and discriminatory. They 
offered no evidence whatever to show or prove that the 
$2.65 rate was in and of itself unjust, unreasonable or 
discriminatory, save what appeared on the face of th 
tariffs, and left the unjustness, the unreasonableness 
and discrimination to be deduced or inferred as a mat- 
ter of law. The freight traffic managers of the defend- 
ants testified that the $2.35 rate was a very low rate 
and that the $2.65 rate was a just and reasonable rate 
for the service performed and was not in any manner 
excessive. The average distance from the ovens to 
Chicago by the lines of the defendants is about 575 
miles, and the $2.65 rate yields an average revenue of 
4.6 mills per ton per mile. 

Since July, 1903, the open rate on coke over al! 
lines from the ovens in Pennsylvania and West Virginia 
to Chicago has been $2.65 per net ton. This rate has 
been and is the basing rate from said points of origin 
to Chicago, and for all territory both east and west 
thereof, and has been paid by all consumers of foundry 
and other than furnace coke continuously during the past 
seven years, and no complaint has ever been made 
against it until these proceedings were instituted for 
reparation. The lower rate of $2.35 per net ton for 
use in blast furnaces for smelting iron from the ores 
was a tariff reduction, effective not earlier than July, 
1905, and has been applied only to Chicago and vicinity, 
and is a very low rate for the service performed, and 
in and of itself is not deemed conclusive evidence of the 
unjustness or unreasonableness of the $2.65 rate. 

Copper and iron cannot fairly be said to compete 
with each other in view of the fact that iron sells for 
less than $20 per ton and copper for anything between 


December 


$200 and 
case that 
iron from 
tions that 
ores conti 
place ther 
the rate o 
on the pa 
actually s: 

In vie 
cases we ; 
ton charge 
reasonable 

The c 


STATE O 


Submitte¢ 


1. An order 
upon 1 
applica 
berths, 
and in 
berth : 

. The redu 
by the 
plaints 
subjec 


to 


James 
F. B. 
pany. 
Charles 
for state o 
James 
diana. 
a. ZL. 
Walters fo: 
John § 
railroad co 
H. W. 
assistant ai 
-. < 3 
gw. C. 
Great Nortl 
Charles 
pany. 
Gardine 
peka & Sai 










m 
he 


its 
on 
11d 


che 
of 
ble 


de 
ns 
ate 
hey 
the 
or 
thi 
less 
nat- 
end- 
rate 
rate 
iner 
to 
575 


e Ol 


all 
yinia 
has 
rigin 
west 
ndry 
past 
made 
| for 
1 for 
ores 
July 
inity, 
, and 
yf the 


mpete 
Is for 
tween 





December 31, 1910 

































$200 and $500 per ton. There is no pretense in this 
case that the complainants were engaged in smelting 
iron from its ores. The allegation in some of the peti- 
tions that the complainants are engaged in smelting 
ores containing copper, silver, gold and iron does not 
place them under the terms of the tariffs providing for 
the rate on blast furnace coke, and no effort was made 
on the part of the complainants to show that they ever 
actually smelted iron from its ores. 

In view of all the facts and circumstances in these 
cases we are not convinced that the rate of $2.65 per net 
ton charged the complainants was either unjust or un- 
reasonable for the services rendered by the defendants. 

The complaints will be dismissed. 


Rates On Uppers Lowered. 


OPINION NO. 1451 





No. 3354. 
(19 I. C. C. Rep., 25.) 
STATE OF OKLAHOMA; STATE OF IOWA, 
VENER, 
vs. 
PULLMAN COMPANY ET AL. 


INTER 


No. 3421. 
STATE OF KANSAS 
vs. 

SAME. 

No. 3454. 
STATE OF INDIANA 
vs. 

SAME. 

No. 3477. 
STATE OF ARKANSAS 
vs. 

SAME. 





Submitted November 30, 1910. Decided December 12, 1910. 
1. An order entered directing the Pullman Company to fix rates 
upon upper berths not exceeding 80 per cent of the rates 

applicable under the Pullman Company’s tariffs upon lower 
berths, whenever such lower berth rate is $1.75 or over, 
and in cases where the lower berth rate is $1.50, the upper 
berth rate ’shall be fixed at a rate not to exceed $1.25 

The reductions in lower berths which are herein proposed 
by the Pullman Company, not being involved in the com- 
plaints filed by the various states, will not now be the 
subject of an order by the Commission. 
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James Manahan for complainants. 

F. B. Daniels and G. §S. 
pany. 
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for state of Oklahoma. 


Fernald for Pullman com- 


and W. C. Reeves 


James Bingham, attorney-general, for state of In- 
diana. 
H. L. Norwood, attorney-general, and Borders & 


Walters for state of Arkansas. 
John S. Dawson and H. R. Tillotson for board of 
railroad commissioners of Kansas and state of Kansas. 
H. W. Myers, attorney-general, and John F. Fletcher, 
assistant attorney-general, for state of Iowa, 
F. C. Dillard for Union Pacific Railroad company. 
E. C. Lindley, J. G. Drew and J. M. 
Great Northern Railway company. 
Charles Donnelly for Northern 
pany. 
Gardiner Lathrop and T. J. Norton for Atchison, To- 
peka & Santa Fe Railway company. 
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George W. Kretzinger for 
Company of Canada. 


Hale Holden for Chicago, Burlington & Quincy Rail- 
road company. 


Grand Trunk Railway 


Burton Hanson for Chicago, 
Railway company. 

John F. Finerty, Jr., and O. E. 
land, Cincinnati, Chicago & St. 
Lake Shore 
and Chicago, 


Milwaukee & St. Paul 


Butterfield for Cleve- 
Louis Railway company; 
& Michigan Southern Railway company, 
Indiana & Southern Railway company. 

A. P. Burgwin for Pennsylvania company. 

John Barton Payne for 
Railroad company. 


Chicago Great Western 


Report of the Commission. 


LANE, Commissioner: 


These cases involve the reasonableness of the rate 
upon upper berths charged and collected by the Pull- 
man company. The record in the Loftus cases, 18 I. C. 
C. Rep., 135, previously decided, was incorporated in 
these cases. 

State of Oklahoma. 


The following statement shows the present rates 
between points complained of by the complainant and 
the rates which will apply for upper and lower berths 
between the same places in the general revision of rates 
which the Pullman company proposes: 





& »L ower Berth Upper Berth 
: t, —Proposed Rates 
nee 
_ oa @ . * 
Between Miles +D2e So ws5& So wh 
+ ££ <2 “vs 4 
ses “es sa “a gq 
Sem ££ 8% cf Sh 
¥ HF nO &F £90 
Guthrie and Fort Worth......236 $2.00 $2.00 .... $1.60 $1.50 
Oklahoma City and Ft. Worth.204 2.00 2.00 1.60 1.50 
Ardmore and Fort Worth..... 104 1.50 1.5 1.25 1.25 
McAlester and Fort Worth...191 2.00 1.75 1.40 1.50 
McAlester and Dallas.........201 2.00 1.75 1.40 1.50 
Muskogee and Dallas......... 263 2.00 2.00 1.60 1.50 
Vinita and Kansas City— 
Fe a CR, Sara eee ere 189 3.00 2.00 1.60 1.5@ 
I iii: dab naseraie Wenvaare'e ebm 203 3.00 2.00 1.60 1.50 
Sapulpa and Kansas City..... 281 2.00 2.00 1.60 1.50 
Tulsa and Kansas City— 
ha oct der shrlasd oe ecers et ate 4 268 2.00 2.00 1.60 1.50 
4 7 3 fears CC 2.00 2.00 1.60 1.50 
McAlester and Kansas City...337 2.00 2.00 1.60 1.58 
Muskogee and Kansas City...254 2.00 2.00 1.60 1.50 
Guthrie and Kansas City......368 2.50 2.25 1.860 1.7% 
Oklahoma City and Kansas City— 
i eae Gh Drees s bse cbeie’s 400 2.50 2.25 1.80 1.75 
BE MIs ooh cnc eiwetes 344 2.50 2.26 1.80 1.75 
be eG Rg ie Raa a 381 2.50 2.25 1.80 1.75 
ite ee Ee E Dnnéweuebsccavees 408 2.50 2.25 1.80 1.75 
Enid and Kansas City........ 320 2.50 2.00 1.60 1.75 
Vinita and Fort Worth— 
AR gk eee 318 2.50 2.25 1.80 1.75 
SE Sadia ora. see pba ieaiw <6 6 wrew'e 370 2.50 2.25 1.80 1.78 
Sapulpa and Fort Worth.....292 2.00 2.00 1.60 1.78 
Tulsa and Forth Worth.......305 2.50 2.00 1.60 1.75 
Enid and Fort Worth......... 271 2.00 2.00 1.60 1.75 
Vinita and Dallas— 
ha Me Ml adinals Wee's ons sees 328 2.50 2.25 1.80 1.75 
Re ae 348 2.50 2.25 1.80 1.75 
Ardmore and Galveston.......460 2.50 2.50 2.00 2.00 
Guthrie and St. Louis— 
| oS yee ee errr er, 3.50 3.25 2.60 2.75 
EERE ee 3.50 3.25 2.60 2.78 
Oklahoma City and St. Louis.542 3.50 3.25 2.60 2.78 
Muskogee and St. Louis. ..504 3.00 3.00 2.40 2.50 
Guthrie and Galveston........582 3.00 3.00 2.40 2.50 
Oklahoma City and Galveston.550 3.00 3.00 2.40 2.58 
Guthrie and San Antonio..... 617 3.50 3.50 2.80 2.50 
Ardmore and San Antonio....425 3.00 3.00 2.40 2.50 
McAlester and St. Louis. ..566 3.00 3.00 2.40 2.50 
eee, Ge ee, EHS v5 0 00s wees 425 3.00 2.75 2.20 2.50 
Sapulpa and St. Louis........ 435 3.00 2.75 2.20 2.50 
Vinita and St. Louis.......... 439 2.50 2.50 2.00 2.00 
McAlester and Memphis......366 2.50 2.25 1.80 2.00 
Oklahoma City and ——- 486 3.00 3.00 2.40 2.26 
Ardmore and Kansas City....501 3.00 3.00 2.40 2.00 
Vinita and Chicago........... 651 4.00 4.00 3.20 3.00 
Muskogee and Chicago........794 4.50 4.50 3.60 3.25 
Vinita and Galveston......... 695 4.00 4.00 3.2 3.00 
Vinita and San Antonio.......595 4.50 3.75 3.00 3.00 
McAlester and Galveston.....588 4.00 3.5 2.80 2.50 
McAlester and San Antonio. ..468 4.00 3.00 2.40 2.50 
Muskogee and Galveston...... 630 4.00 3.75 3.00 2.50 
Muskogee and San Antonio...530 4.00 3.25 2.60 2.60 
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Guthrie and Chicago.......... 826 5.00 4.50 3.60 3.50 
Oklahoma City and Chicago..858 5.00 4.50 3.60 3.50 
McAlester and Chicago........ 856 4.50 4.50 3.60 3.50 
Ardmore. and Chicago........ 958 5.50 5.50 4.40 4.00 
Muskogee and Fort Worth. ...252 2.00 2.00 1.60 1.50 
Sapulpa and Galveston........ 591 4.00 3.75 3.00 3.00 
*Sapulpa and San Antonio....613 eee eer 5 ple 3.00 


*No through service. 


The Pullman company filed with this table the fol- 
lowing note: 


The state of Oklahoma has filed complaint on 48 upper berth 
rates (exclusive of one shown where there is no through rate). 
The accompanying table shows a reduction of each of said rates, 
as follows: 

23c 40c 50c 60c 7c Tic 80c 90c 





Oklahoma asks..... 3 ments" 21 ae wees 9 sete eee 
Pullman Co. propose 1 10 2 9 - ées0 4 6 
$1.00 $1. 10 $1.20 $1.25 $1.40 $1.50 $1.60 





Oklahoma askSs....... caged = seme , eer eee 
Pullman Co. propose. 2 1 a. oemee 4 1 1 
Of the 48 present upper berth rates, using each one once, 
es Perr rer eer re tee $145. 50 
Oklahoma complaint is for reduction tO............eeeeees 107.25 
Adjustments made to equalize, make reduction to........ 109.05 


The general revision of rates will include similar reductions 
in upper berths between places in Oklahoma and many places 
reduce 27 lower berth rates between places in Oklahoma and 
places outside of Oklahoma which are mentioned in the com- 
plaint, although no reduction in lower berth rates is asked for. 


State of Kansas. 

The following statement shows the present rates 
between points complained of by the complainant and 
the rates which will apply for upper and lower berths 
between the same places in the general revision of 
rates which the Pullman company proposes: 





Proposed Rates—— 


= % Lower Berth U pper Berth 
oo 
Aam 3 
Between Miles +c SO wy 3.9 & yy 
sas “ae 38 “a 33 
26m 23 ss 22 85 
¥ HE aM HE aM 
Topeka and Chicago— 
8 Pere lo eS $2.40 $2.50 
OE area eer re 584 3.00 3.00 2.40 2.50 
Strong City and Chicago...... 606 3.50 3.50 2.80 2.50 
Kansas City and Chicago..... 67 23.60 2.50 2.2. 2.00 1.75 
*Salina and Chicago.......... 669 oiam Aah se 2.50 
Wichita and St. Louis........ 484 3.00 Rie .ei0ne 2.40 2.50 
*Newton and St. Louis....... 484 owas ere ee 2.50 
Salina and St. Louis.......... 469 3.00 3.00 2.40 2.50 
Topeka and Fort Worth......537 3.50 3.50 2.80 2.50 
Strong City and Fort Worth. .456 3.50 3.50 2.80 2.50 
Garden City and Oklahoma 
BE is siuis 4 cas odienhs neaebe “ae £.ae BP .<.% 2.40 2.50 
Wichita and Chicago.......... 686 4.50 BBO stv uci 3.60 3.25 
*Ellis and Chicago............ 786 ar ee oe ee 3.25 
*Hoisington and Chicago..... 784 re uae abe ees 3.25 
*Garden City and St. Louis...602 bee ee a — 3.25 
Colby and St. Louis...» ..cccce 700 4.50 3 3.40 3.25 
Scott City and St. Louis...... 707 4.50 4.25 3.40 3.25 
Strong City and Galveston....802 5.00 5.00 4.00 3.50 
Wichita and San Antonio..... 697 4.50 4.50 3.60 3.25 
Newton and Chicago.......... 659 4.00 4.00 3.20 3.00 
Ellis and St. Louis............586 4.00 3.50 2.80 3.00 
Hoisington and St. Louis..... 584 4.00 3.50 2.80 3.00 
Garden City and Fort Worth.621 4.00 4.00 3.20 3.00 
Kansas City and Galveston— 
= Ee PE ee ee 953 5.50 5.50 4.40 4.00 
M., Ey PPS PST oe 884 5.50 5.50 4.40 4.00 
Wichita and Galveston........ 722 4.00 4.00 3.20 3.00 
Garden City and Chicago..... 877 5.50 5.00 4.00 4.00 
Topeka and Galveston......... 883 5.50 5.00 4.00 4.00 
Garden City and San Antonio.942 5.50 5.50 .... 4.40 4.00 
*Salina and San Antonio..... 969 aaa ah weed ae 4.00 
Colby and Chicago............ 850 6.00 4.75 .... 3.80 3.50 
*Scott City and Chicago...... 907 es ote! . hewe ape 3.50 
Newton and San Antonio..... 724 5.00 4.50 3.60 3.50 
Topeka and St. Louis......... 347 2.50 2.25 1.80 1.75 
*Strong City and St. Louis...428 iain oun ae 1.75 
Garden City and Kansas City.419 2.50 2.50 2.00 1.75 
Colby and Kansas City....... 402 2.50 2.50 2.00 1.75 
Scott City and Kansas City...424 2.50 2.50 2.00 1.75 
Wichita and Fort Worth...... 376 2.50 2.50 2.00 1.75 
Newton and Fort Worth...... 403 2.50 2.50 2.00 1.75 
Topeka and Oklahoma City. ..333 2.50 2.50 2.00 1.75 
Wichita and Kansas City.....226 2.00 2.00 1.60 1.50 
Newton and Kansas City......201 2.00 2.00 1.60 1.50 
Salina and Kansas City....... 186 2.00 1.75 1.40 1.50 
Ellis and Kansas City......... 303 2.00 2.00 1.60 1.50 
Hoisington and Kansas City..301 2.00 2.00 1.60 1.50 
Strong City and Oklahoma City252 2.00 2.00 1.60 1.50 
Kansas City and Lincoln..... 211 2.00 2.00 1.60 1.50 
Kansas City and Omaha...... 195 2.00 2.00 1.60 1.50 
Kansas City and St. Louis. ...283 2.00 2.00 1.60 1.50 
Strong City and Kansas City..148 1.50 1.50 1.25 1.25 
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Wichita and Oklahoma City. .172 1.50 1.50 1.25 1.25 
Garden City and Galveston...867 6.00 5.50 4.40 4.50 
Topeka and San Antonio.....858 6.00 5.50 4.40 4.50 
Kansas City and San Antonio— 

ie iy Me i eset ee ccnsebees 925 6.00 5.50 4.40 4.50 

ee Se ER a re eee ee 783 6.00 5.50 4.40 4.50 
Kansas 7+ and Fort Worth— 

_ ee 2 Baar rr 506 4.00 3.50 2.80 3.00 

My T. & g. aie tid Rede eave oe 604 4.00 3.50 2.80 3.00 
Kansas City and Oklahoma City— 

fp re ie OE en ar 400 2.50 BO eve 2.00 1.75 

M., ie ak Seas ak aead etrin 364 2.5 S50 ..ea 2.00 1.75 
Newton and Galveston— 

Ph OP er er 749 4.50 ere 3.60 3.25 
Strong City and San Antonio— 

ia Es EE He hc kctevivdi cscs 777 5.50 5.50 4.40 4.00 
Newton and Oklahoma City— 

A., SS GE Eb Wr eetesenseseces 199 2.00 2.00 1.60 1.50 





*No through service. 


The Pullman company filed with this table the 
following note: 


The state of Kansas has filed complaint on 50 upper berth 
rates (exclusive of eight shown where there are no through 
rates). The accompanying table shows a reduction of each of 
said rates, as follows: 

25c 40c 50c 60c 7W0c T5e 80c 90c 





I TOE oak cecexedscacd = tea *. whe ees 9 . 
Pullman Co. propose....... 2 9 8 5 G ‘Sex 3 3 
$1.00 $1. 10 $1. 20 $1. 25 $1.40 $1.50 $1.60 
i eee 9 ae hints 5 a oles 11 eee 
Pullman Co, propose. L 5 OS” secs 1 2 3 

Of the 50 present upper berth rates, using each rate once, 
ee OO. . ink ckirelald dipiedk dee DE aettipes eben Sheer ce $175.00 
Kansas complaint is for reduction tO.......ccccccccccccce 129.00 
Adjustments made to equalize make reduction to......... 135.50 


The general revision of rates will include similar reductions 
in upper berths between places in Kansas and many places not 
mentioned in the complaint. This general revision will also 
reduce 14 lower berth rates between places in Kansas and places 
outside of Kansas which are mentioned in the complaint, al- 
though no reduction in lower berth rates is asked for. 


State of Indiana. 


The following statement shows the present rates 
between points complained of by the complainant and 
the rates which will apply for upper and lower berths 
between the same places in the general revision of rates 
which the Pullman company proposes: 








be ——Proposed Rates 
> t ¢ Lower Berth Upper Berth 
Between— Miles —) 359 eg BS we 

sas “< s2@ “a ga 

Veg af es) is 6'O 

O, HE w2& Be 8 
Lawrenceburg and Cincinnati. 22 $1.50 $1.50 $1.25 $0.75 
Vincennes and Cincinnati..... 188 1.50 1.50 1.25 -75 
Shoals and Cincinnati......... 147 1.50 1.50 1.25 yf) 
Mitchell and Cincinnati....... 126 1.50 1.50 1.25 05 
Aurora and Cincinnati........ 26 1.50 1.50 1.25 -75 
Lawrenceburg and Louisville.108 1.50 1.50 1.25 1.00 
Vincennes and Louisville...... 174 1.50 1.50 1.25 .75 
Fowler and Louisville........ 222 2.00 2.00 1.60 1.00 
Lebanon and Louisville....... 158 1.50 1.50 1.25 -15 
Fowler and Valley Junction. ..185 2.00 1.75 1.40 1.00 
Fowler and Arcanum......... 187 2.00 1.75 1.40 1.00 
Crawfordsville and Louisville.177 1.50 1.50 1.25 .75 
Indianapolis and Louisville. ..115 1.50 1.50 1.25 .75 
Indianapolis and Valley Jct... 92 1.50 1.50 1.25 -75 
Richmond and Chicago.......221 2.00 2.00 1.60 1.09 
Muncie and Chicago..... oh ee 2.00 1.75 1.40 1.00 
Marion and Chciago.......... 152 1.50 1.50 1.25 -T5 
Hammond and Cincinnati..... 287 2.00 2.00 1.60 1.00 
Peru and Cincinnati ......... 160 1.50 1.50 1.25 -75 
Terre Haute and Henderson. .122 1.50 1.50 1.25 -75 
Evansville and Danville...... 163 1.50 1.50 1.25 Py f 
Union City and Paris.........177 2.00 1.75 1.40 1.00 
Muncie and Paris......ecese 135 1.50 1.50 1.25 -75 
Anderson and Paris.......... 117 1.50 1.50 1.25 -75 
Terre Haute and Arcanum...170 1.50 1.50 1.25 15 
Shelbyville and Paris......... 60 1.50 1.50 1.25 75 
Greensburg and Paris........ 128 1.50 1.50 1.25 -75 
Lafayette and Louisville...... 181 1.50 1,50 1,25 .75 
Bloomington and Chicago....220 2.00 2.00 1.60 1.00 
Crawfordsville and Chicago...148 1.50 1.50 1.25 .75 
Bloomington and Louisville. ..103 1.50 1.50 1.25 -75 
Frankfort and Oxford, O..... 146 1.50 1.50 1.25 75 
Monon and Oxford, O........ 180 2.00 1.75 1.40 1.00 
Rushville and Hume.......... 134 1.50 1.50 1.25 -75 
North Salem and Oxford..... 112 1.50 1.50 1.25 .75 
South Bend and Bryan....... 104 1.50 1.50 1.25 75 
Elkhart and Bryan........... 89 1.50 1.50 1.25 75 
Goshen and Bryan............ 69 1.50 1.50 1.25 75 
Kendallville and Chicago..... 152 1.50 1.50 1.25 75 
Fort Wayne and Chicago..... 148 1.50 1.50 os 1.25 75 
Jeffersonville and Sturgis....296 2.00 2.00 - 1.60 1.09 
Fort Wayne and Louisville...270 2.00 2.00 1.60 1.00 
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Indianapolis and Sturgis.... 


Fort Wayne and Marshall... 


Fort Wayne and Hamilton.. 


Ashley-Hudson and Chicago.. 
Terre Haute and Cincinnati. 
Richmond and Marshall...... 


Indianapolis and Dayton 


Richmond dnd Dalton 


The Pullman company 


lowing note: 


The state of Indiana has filed complaint on 62 upper 


Richmond and Louisville..... 
Columbus and Sturgis....... 


Terre Haute and Dayton.... 
Fort Wayne and Danville... 
Logansport and Louisville... 
Kokomo and Louisville...... 
Columbus and Louisville..... 
Anderson and Dalton........ 
Kokomo and Brocton.......... 
Muncie and Dalton.......... 
Indianapolis and Chicago.... 
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Fort Smith and Dallas....... 
Fayetteville and Fort Worth. .3 
Fayetteville and Dallas.......3: 


*Ft. Smith and Oklahoma City.247 
Texarkana and Galveston....370 
Little Rock and St. Louis....348 
Fayetteville and St. Louis....353 
Jonesboro and St. Louis......269 
Little Rock and Fort Worth..391 
Little Rock and Dallas.......358 
Pine Bluff and St, Louis..... 412 
Hot Springs and St. Louis...402 
Little Rock and Amarillo.....628 
‘Pine Bluff and Amarillo.....703 
Hot Springs and Amarillo....732 
Fayetteville and Chicago.....643 
Hot Springs and Chicago— 
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C..@& As GRO LE. occcccws 686 
Fort Smith and Chicago..... 706 
Texarkana and Chicago..... 778 
*Pine Bluff and Kansas City.563 
Pine Bluff and Memphis..... 155 
Texarkana and Fort Worth. .246 
Texarkana and Dallas........ 213 
Hot Spgs. and Oklahoma City.408 
Little Rock and Chicago......656 
*Pine Bluff and Chicago..... 695 
Fort Smith and St. Louis.....416 
Texarkana and St. Louis.....494 
Texarkana and Kansas City. .488 
Jonesboro and Fort Worth...512 
Jonesboro and Dallas........ 489 
Little Rock and Galveston....515 


Fort Smith and Galveston....637 


*Fort Smith and Amarillo....5: 
Fort Smith and Kansas City..: 


Jonesboro and Kansas City...420 
Fort Smith and Memphis.....296 


Pine Bluff and Fort Worth...3 
Pine Bluff and Dallas....... 


.346 


Little Rock and Oklahoma City354 


Little Rock and Kansas City.52 


Little Rock and Memphis... 
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Hot Springs and Memphis....193 2.00 2.00 1.60 1.50 
Fort Smith and Fort Worth..301 2.00 2.00 1.60 1.50 
*Pine Bluff and Oklahoma City397 vere 2.50 
*Pine Bluff and Galveston. ...522 2.75 





*No through service, 


The Pullman company filed with this table the fol- 
lowing note: 


The state of Arkansas has filed complaint on 40 upper berth 
rates (exclusive of 7 shown where there are no through rates). 
The accompanying table shows a reduction of each of said 
rates, as follows: 


25c 40c 50c 60c 0c Tic 80c 90c 





Asin: CED 6s.0004:0 660% os Bis eae Oo cme cee int... 
Pullman Co. proposes...... 1 8 4 ae 4 1 
$1.00 $1.10 $1.20 $1.25 $1.40 $1.50 $1.60 
Arkansas asks........ 19 ae rahe 1 eas 3 ‘oes 
Pullman Co. proposes 3 3 2 soon 1 eee 1 
Of the 40 present upper berth rates, using each rate once, 
ee EE ON 6 oS ov duk.s's oho 4a eee er <6 ae Kb ab ee en enone $116.00 
Arkansas complaint is for reduction tO............02ee000. 81.50 
Adjustments made to equalize, make reductions to........ 86.45 


The general revision of rates will include similar reductions 
in upper berths between places in Arkansas and many places 
not mentioned in the complaint. This general revision will also 
reduce 19 lower berth rates between places in Arkansas and 
places outside of Arkansas which are mentioned in the com- 
plaint, although no reduction in lower berth rates is asked for. 


Conclusions, 

The reductions in lower berths which are herein 
proposed by the Pullman company, not being involved 
in the complaints filed by the various states, will not 
be the subject of an order by the Commission; but an 
order will be made in these cases directing the Pull- 
man company to fix rates, on or before February 1, 
1911, upon upper berths not exceeding 80 per cent of 
the rates applicable under the Pullman company’s tariffs 
upon lower berths whenever such lower berth rate is 
$1.75 or over, and in cases where the lower-berth rate is 
$1.50 the upper berth rates shall be fixed at a rate not 
to exceed $1.25, and such rates shall be maintained for 
a period of not less than two years from said date. 


ORDER. 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 12th day of December, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 

No. 3354. 
STATE OF OKLAHOMA; STATE OF IOWA, INTER- 
VENER, 
vs. 
PULLMAN COMPANY ET AL. 


No. 3421. 
STATE OF KANSAS 
vs. 

SAME. 

No. 3454. 
STATE OF INDIANA 
vs. 


SAME. 


No. 3477. 
STATE OF ARKANSAS 
vs. 

SAME. 

These cases being at issue upon complaints and an- 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters 
and things involved having been had, and the Commis- 
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sion having, on the date hereof, made and filed a report 
containing its conclusions thereon, which said report is 
made a part hereof: 

It is ordered, That defendant, the Pullman company, 
be, and it is hereby, notified and required to file with 
this Commission, on or before the 1st day of February, 
1911, schedules of rates for upper berths in conformity 
with the findings made in the said report of these cases, 
and upon the basis proposed, to-wit: Upon upper berths 
rates not exceeding 80 per cent of the rates applicable 
under the Pullman company’s tariffs upon lower berths 
whenever such lower-berth rate is $1.75, or over, and in 
eases where the lower-berth rate is $1.50, the upper-berth 
rate shall be fixed at a rate not to exceed $1.25, and 
such rates shall be maintained for a period of not less 
than two years from said date. 

And it is further ordered, That defendant, the Pull- 
man company, be, and it is hereby, authorized to make 
effective upon one day’s notice to the public and to 
the Interstate Commerce Commission, given in the man- 
ner required by law, the rates which said defendant is by 
this order required to establish and put in force on or 
before the ist day of February, 1911, in which event 
the tariffs in which said rates are given must contain 
the notation that they are issued under the authority 
hereby granted, and must refer to the numbers of 
these cases. 


Coal Rate Advance Not Unreasonable 


—_-—— 


OPINION NO. 1441. 
No. 2768. 
(19 I.-C. C. Rep., 598.) 
BREESE-TRENTON MINING COMPANY ET AL. 
vs. 
WABASH RAILROAD COMPANY ET AL. 
Submitted November 2, 1910. Decided December 12, 1910. 


1. A carrier may for competitive reasons establish a rate lower 
than it could justly be compelled by the Commission to 
establish, and when it has done so the maintenance of 
such rate under former and different conditions (not al- 
tered by any illegal act of its own) than those existing 
when the rate is later advanced has not the same weight 
and force as proof in the nature of an admission of the 
reasonableness of the former rate as ordinarily attaches 
to the long continuance of a rate voluntarily established 
and maintained under other conditions. 


2. Defendants’ rate on bituminous coal from East St. Louis, 
Ill., to Omaha and South Omaha, Neb., not found to be 
unreasonable. Complaint dismissed. 


William E. Wheeler for complainants. 

E. J. McVann for Commercial Club of Omaha, in- 
tervener. 

N. S. Brown and H. E. Watts for Wabash Railroad 
company. 

B. M. Flippin, James C. Jeffery and M. L, Clardy for 
Missouri Pacific Railway company. 

O. M. Spencer and George H. Crosby for Chicago 
Burlington & Quincy Railroad company. 


Report of the Commission. 
CLEMENTS, Commissioner: 

This complaint questions the reasonableness of de- 
fendants’ carload rate of $2 per ton from East St. Louis, 
Ill., to Omaha and South Omaha, Neb., on soft coal 
originating in Illinois, and seeks the restoration of the 
former rate of $1.80, which it is alleged was, prior to 
April 25, 1909, in effect for a number of years via one 
or more of defendants’ lines. 

While the former rate was carried in defendants’ 
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tariffs in different ways—sometimes as a local—it was 
in effect a proportional rate, established to apply on coal 
originating beyond East St. Louis, no coal being pro- 
duced at that point. At the present time the $1.80 rate 
is effective only on coal originating east of the Ohio- 
Indiana state line. 

The Commercial Club of Omaha intervened in behalf 
of the complainants. 

There are a number of mines in southern Illinois 
from which coal moves into East St. Louis upon either 
local or proportional rates, which are fixed with refer- 
ence to a division of such mines into two groups, referred 
to in the record as the inner and outer groups. It is not 
clear what causes brought about this grouping, whether 
quality of the coal or distance, but it appears that the 
mines in the inner group are for the most part located 
within a radius of 50 miles from East St. Louis, and 
those in the outer group are farther distant therefrom. 

The mines of complainants are in the inner group. 
Those of the Breese-Trenton Mining company are located 
in St. Clair and Clinton counties, Ill., on the Baltimore & 
Ohio Southwestern, their mine most affected by the rate 
complained of being at Trenton, a distance of about 25 
miles from East St. Louis. The other complainant, the 
Lumaghi Coal company, has two mines near Collinsville, 
Ill., on the Vandalia, about 10 or 12 miles from East 
St. Louis. 

The mines in the inner group are reached by a num- 
ber of roads, including the Baltimore & Ohio South- 
western, Vandalia, Southern, Illinois Central, Mobile & 
Ohio, Louisville & Nashville, St. Louis Troy & Eastern, 
St. Louis & O’Fallon, and Bellevue Electric, and owing 
to the keen competition of the electric roads there have 
been frequent and marked fluctuations in the rates to 
fast St. Louis. At times they have been as low as 
$2, and even $1, per car. However, from June, 1906, 
until January, 1909, the rate was 40 and then 42 cents 
per ton, which made through charges from the mines 
to Omaha of $2.20 and $2.22, respectively. There was 
during this period, and is at present, a differential be- 
tween the two groups ranging from 7% to 17% cents per 
ton via the various lines. In January and February, 
1909, the rates from both groups were reduced, a 25- 
cent rate being established from the inner group by 
most of the lines, which rate is effective at the present 
time, making a through charge of $2.25 per ton to Omaha. 

The total through charges from the mines to des- 
tination are not in their entirety directly challenged, the 
lines carrying the coal into East St. Louis not being 
made parties to this proceeding, but complainants con- 
tend that inasmuch as the rate of $1.80 from East St. 
Louis had been maintained for a large part of the time 
during a period of some years, this rate should be held 
reasonable and the advance condemned. They allege 
that the advance was brought about because of the re- 
duction in the local rates from the mines to East St. 
Louis, which resulted in lower combined charges to 
Omaha than had formerly existed; that this reduction in 
the local rates to East St. Louis was caused by com- 
petition between the roads carrying coal from the mines 
to that point, and that complainant shippers and con- 
sumers at Omaha are denied the benefits of this com- 
petition by the action of the defendant carriers. 

It is shown by the defendants that there is a natural 
relationship between through rates from points on their 
lines in the state of Illinois to Omaha and the through 
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charges from the mines in the inner and outer groups, 
and that the continuance of the $1.80 rate from East St. 
Louis to Omaha in conjunction with the reduced local 
rates to East St. Louis would of necessity compel re- 
ductions to Omaha over direct lines from points in Illi- 
nois as far north as Chicago, and would, in fact, result 
in the necessity for a general readjustment of coal rates 
to Missouri River points. Defendants lay particular 
stress on their contention that the charges from the 
mines to Omaha are reasonable and but a few cents 
higher than the through charges during the periods 
when the $1.80 rate was in effect. 

It is manifest that the rate from East St. Louis to 
Omaha on Illinois coal has at all times had reference to 
competitive conditions, including those affecting rates 
to East St. Louis, and since it has often been held, and 
properly, as we think, that a carrier may establish rates 
of this kind for competitive reasons lower than it could 
justly be compelled to establish, it does not seem to us 
that the long existence of a rate established and main- 
tained under former and different conditions (not altered 
by any illegal act of its own) than those now existing 
should have the same weight and force as proof in the 
nature of an admission of reasonableness of the former 
rate as would ordinarily attach to the long continuance 
of a rate voluntarily established and maintained under 
other conditions. 

We are, therefore, brought to a consideration of the 
reasonableness of the rate of $2 from East St. Louis to 
Omaha, which is carried as a local. Via the -Wabash, 
with its short-line mileage of 413 miles, the revenue per 
ton-mile is 4.84 mills, but out of this must be paid a 
bridge charge of 20 cents per ton across the Mississippi 
and $4 per car across the Missouri River. The mileage 
via the Missouri Pacific is 487, which yields a revenue 
per ton-mile of 4.10 mills, out of which a bridge charge 
of 20 cents per ton must be deducted. The Chicago 
Burlington & Quincy has two routes, its west-side line 
having a mileage of 466.5 and its east-side line of 507.2 
yielding revenue of 4.28 and 3.94 mills, respectively. 
Via the west-side line, however, there is a bridge charge 
of 20 cents per ton. All of the defendants absorb switch- 
ing charges at Omaha and South Omaha when coal is 
consigned to parties located on other roads, which further 
reduces their revenue. 

A consideration of all the facts, circumstances, and 
conditions appearing fails to convince us that the rate 
complained of is unreasonable. The complaint will, there- 
fore, be dismissed. 


Controlled by Liebold Decision 


OPINION NO. 1437. 
Nos. 3140 and 3141. 
(19 I. C. C. Rep., 584.) 
PABST BREWING COMPANY 
VS. 
CHICAGO, MILWAUKEE & ST. PAUL RAILWAY 
COMPANY ET AL. 


No. 3246. 
JOS. SCHLITZ BREWING COMPANY 
vs. 
SAME. 
Submitted October 17, 1910. Decided December 5, 1910. 
Following Liebold Co. vs. D., L. & W. R. R. Co., 17 I. C. C. 





Rep., 503, complainants’ claims for reparation on various 
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shipments of beer from Milwaukee, Wis., to points on the 
Pacific coast and in Colorado, Wyoming, western Nebraska 
and New Mexico are denied. Complaints dismissed. 


Charles Zielke for Pabst Brewing company. 

C. J. Bertschy for Jos. Schlitz Brewing company. 

F. G. Wright for Chicago, Milwaukee & St. Paul Rail- 
way company. 

Hale Holden for Chicago, Burlington & Quincy Rail- 
road company. 

S. A. Lynde for Chicago & Northwestern Railway 
company. 

James C. Jeffery for Denver & Rio Grande Railroad 
company and Missouri Pacific Railway company. 

W. F. Dickinson and A. B. Enoch for Chicago, Rock 
Island & Pacific Railway company. 

D. L. Meyers for Atchison, Topeka & Santa Fe Rail- 
way company. 

Report of the Commission. 
LANE, Commissioner: 

The complainants are corporations engaged in the 
manufacture and sale of beer and malt products, having 
their principal places of business in the city of Milwau- 
kee, Wis. 3y petitions filed on March 1 and April 22, 
1910, and amendments subsequently presented, the com- 
plainants contest the reasonableness of the rates charged 
by the defendants for the movement of various carload 
shipments of beer from Milwaukee to different western 
points. The issues presented by these several petitions 
and amendments are substantially identical. 

The petition in No. 3140 covers 15 carload shipments 
of beer aggregating 457,950 pounds in weight, moving 
from Milwaukee to San Francisco and Oakland, Cal., be- 
tween February 18 and May 25, 1909, inclusive, charges 
being collected at the rate of $1.10 per 100 pounds, or in 
the total amount of $5,037.45. Prior to January 1, 1909, 
a rate of $1 per 100 pounds had been applicable on the 
traffic in question, but on the date named an advance to 
$1.10 was effected and this increase was maintained dur- 
ing the period in which the shipments moved. Subse- 
quently the $1 rate with an increase in the carload min- 
imum on beer in kegs was restored and reparation is 
sought upon the basis of the old rate, or in the total 
amount of $457.95. 

The petition in. No. 3141 covers one carload of beer, 
31,4380 pounds in weight, moving from Milwaukee, Wis., 
to Gothenburg, Neb., on May 5, 1909; one carload, 31,800 
pounds in weight, moving from Milwaukee to Cheyenne 
on June 8, 1909; one carload, 32,510 pounds in weight, 
moving from Milwaukee to Clayton, N. M., on April 22, 
1909; 18 carloads, aggregating 547,540 pounds in weight, 
moving from Milwaukee to Denver on various dates from 
February 5 to June 18, 1909, inclusive; and three car- 
loads, aggregating 93,320 pounds in weight, moving from 
Milwaukee to Colorado City on February 10, March 20, 
and June 9, 1909. In each instance a rate of 57 cents 
per 100 pounds was assessed and collected, whereas prior 
to movement a rate of 52 cents per 100 pounds had been 
applicable. The 52-cent rate was subsequently restored 
and reparation is sought upon that basis or in the total 
amount of $368.26. It appears from an examination of 
the tariffs on file with the Commission that the rate 
lawfully applicable to the shipment moving to Clayton, 
N. M., was 67 cents per 100 pounds, whereas a rate of 
cents is alleged to have been applied. On this ship- 
ment, therefore, an undercharge is apparently outstand- 
ing. 
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carloads of beer, 61,550 pounds in weight, moving from 
Milwaukee to Gothenburg, Neb., on April 3 and June 1, 
1909; one carload of beer, 30,410 pounds in weight, mov- 
ing from Milwaukee to Denver on April 3, 1909; two car- 
loads of beer and beer tonic, 60,000 pounds in weight, 
moving from Milwaukee to Cheyenne, Wyo., on March 6 
and May 3, 1909; and two carloads of beer, 61,100 pounds 
in weight, moving from Milwaukee to Colorado City, 
Colo., on May 24, 1909. In each instance, with the excep- 
tion of the two shipments last named, charges were col- 
lected at the rate of 57 cents per 100 pounds, whereas a 
rate of 52 cents per 100 pounds had been previously in 
effect and was subsequently re-established. Reparation 
is asked in the sum of $76.02. The shipments to Colo- 
rado City were subjected to charges at the rate of 59% 
cents per 100 pounds, made up of 57 cents to Colorado 
Springs plus a rate of 2% cents beyond. The previously 
existing rate of 54% cents per 100 pounds was subse- 
quently re-established, and reparation is sought upon 
that basis in the amount of $33.25. 

The petition in No. 3246 covers 11 shipments of 
beer, aggregating 337,990 pounds in weight, moving from 
Milwaukee to Denver, on various dates between January 
21 and June 16, 1909; 9 shipments, aggregating 276,100 
pounds in weight, moving from Milwaukee to Pueblo on 
various dates between January 22 and June 8, 1909; and 
two shipments, aggregating 60,790 pounds in weight, 
moving from Milwaukee to Denver, on February 10 and 
18, 1909. In each instance a rate of 57 cents per 100 
pounds was assessed and collected, whereas the rate pre- 
viously in effect and subsequently re-established was 52 
cents per 100 pounds. Reparation is asked upon that 
basis, or in the total amount of $337.49. 

The amendments to the original petition cover 2 car- 
loads of beer, aggregating 65,370 pounds in weight, mov- 
ing from Milwaukee to Denver on February 16 and June 
11, 1909; 8 carloads, aggregating 246,040 pounds in 
weight, moving from Milwaukee to Denver on various 
dates from March 6 to June 17, 1909, inclusive; one car- 
load, 30,250 pounds in weight, moving from Milwaukee to 
Pueblo on May 28, 1909; one carload, 30,860 pounds in 
weight, moving from Milwaukee to Denver on May 25, 
1909; and eight carloads, aggregating 248,860 pounds in 
weight, moving from Milwaukee to Denver: on various 
dates from January 29 to June 18, 1909, inclusive. In 
each instance a rate of 57 cents per 100 pounds was as- 
sessed and collected, whereas a rate of 52 cents per 100 
pounds had been previously in effect and was subse- 
quently re-established. Reparation is sought upon that 
basis, or in the total amount of $310.85. 

The defendants generally resist the demands for 
reparation, contending that the rates collected were not 
unreasonable, and that a reduction to the basis formerly 
in effect was forced by competitive conditions beyond 
the carriers’ control. 

The complainants rest their case solely upon the 
fact that the rates on beer from Milwaukee to the vari- 
ous points of destination set forth in the petitions were 
advanced by from 5 to 10 cents per 100 pounds prior to 
the movement of these shipments and subsequently re- 
stored to the pre-existing basis. These facts are entitled 
to their proper weight, but, as we have frequently ob- 
served, they do not demonstrate the illegality of the 
higher charges. The complainants’ representatives testi- 

fied at the hearing that they are subjected to severe 
competition in the marketing of their product, and that 
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the carriers have found it necessary to place rates on a 
low basis in order to enable the complainants to meet 
this local market competition with success. This circum- 
stance tends to rebut any presumption of unreasonable- 
ness which may arise from the history of the rates; it 
argues strongly in favor of the carriers’ contention that 
the lower standard was re-established because of com- 
petitive conditions and not because of a conviction that 
the increased rates were excessive. 

These cases seem to be controlled by the decision of 
the Commission in the case of Liebold company vs. D., L. 
& W. R. R. Co., 17 I C. C. Rep., 503. In that proceeding 
the Commission was unable to find that a rate of $1.10 
per 100 pounds for the transportation of beer from the 
Mississippi river and points east thereof to San Fran- 
cisco, Cal., under a 30,000-pound minimum was unjust 
and unreasonable, and declined to allow reparation on 
account of shipments made while that rate was in effect. 
This decision directly controls the issue with respect to 
the shipments moving from Milwaukee to Pacific coast 
points, and, by necessary implication, disposes of the 
complaints covering the shipments to Colorado, Wyoming, 
western Nebraska and New Mexico points as well. We 
cannot find that the rates of which complaint is made 
are unreasonable. An order of dismissal will therefore 
be entered. 


Canada Slashes Express Rates 





Ottawa, Ont., December 30.—The Canadian railway 
commission presented a Christmas present to Dominion 
shippers in the shape of an order directing the express 
lines operating in Canada to materially reduce their rates. 

The judgment, which follows a two years’ inquiry 
into express rates and methods in the Dominion, was 
rendered by Chief Commissioner Mabee and concurred 
in by Assistant Chief Commissioner Scott and Commis- 
sioner McLean. The chief companies affected are the 
Canadian Northern, said to be owned by the railway of 
that name; the Canadian, said to be owned by the Grand 
Trunk railway, and the Dominion, owned by the Canadian 
Pacific railway. 

Reviewing the history of these companies it is found 
that the original capital of the Dominion Express com- 
pany was $1,000,000. It was subsequently increased to 
$2,000,000. The board finds trace of the actual payment 
of only $24,500 cash and $75,000 in land grant bonds. 
The gross revenue between 1901 and 1908 is set down at 
$21,473,694, increasing from $1,529,195 in 1901 to $3,743,- 
580 in 1908. For transportation the Canadian Pacific re- 
ceived during that period $8,567,251. The general ex- 
penditure was $9,264,455. 

The Canadian Pacific railroad received total pay- 
ments of 63.9 per cent of the gross revenue; the pay- 
ments to the Canadian Pacific railway for station accom- 
modations ran from $10,000 to $15,000 a month. 

The Canadian Express company started in 1865 with 
a nominal capital of $500,000, of which $275,000 was sub- 
scribed and $27,300 paid. In 1892, it is said, the Grand 
Trunk bought all the capital stock for $660,000. Its 
gross revenue from 1901 to 1908 was $13,362,266, of which 
the Grand Trunk railway received $8,467,307. : 

The Canadian Northern Express company started in 
1902 with $1,000,000 capital, of which $300,000 was 
issued and $5,000 paid in cash. Mackenzie and Mann 
and their associates, who control the Canadian North- 
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ern railway, were given as the owners of the express 

company. In six years to 1908 the receipts were $919, 

183. The railway got $353,126 for transportation. 
Judge Mabee comments: 


‘It is apparent that at the threshold the Canadian 


companies were greatly overcapitalized. The assets of 
the Canadian Express company were $60,000 when the 
Grand Trunk paid $660,000 for it, the extra $600,000 
presumably being for the franchise. The $60,000 assets 
have grown to $212,719, and there is $3,000,000 of stock 
outstanding in hands of trustees of the Grand Trunk 
railway. Now, in fact, all there is in tangible assets 
to represent the $3,000,000 is the $212,719. 

“In the case of the Dominion Express company, so 
far as can be ascertained, $24,500 was all the cash that 
was ever paid into the company on account of capital 
stock, and for this $1,000,000 paid-up stock was issued. 
The assets now stand at something less than $600,000, 
yet it has $2,000,000 of fully paid-up stock outstanding. 
Cut short of all trimmings, the situation is that the 
shipper by express makes a contract with the railway 
company through the express company. The  wholee 
business could go just as it now does, without the 
existence of any express company at all, by simply 
substituting railway employes and letting the railways 
take the whole of the toll in the first instance.” 

The judgment recognizes the heavy cuts made in 
rates in recent years, but says that the principle on 
which the first tariff was formed was: “What are the 
heaviest tolls we can obtain from the public “for the 
least service we can give them?’’ 


Securities Commission Ends Session 


New York, December 30.—With the examination 
of Robert Mather, chairman of the board of the Westing- 
house Electric company, former president of the Rock 
Island company and general counsel of the Rock Island 
railroad, and Frank W. Trumbull, chairman of the board 
of the Chesapeake & Ohio, the railroad securities com 
mission adjourned hearings until January 23, 1911, when 
it will meet in Chicago. 

Mr. Mather said he thought that the federal 
government, having gone into railroad regulation, ought 
to go farther, both in the interest of the railroads 
themselves and in the interest of the communities 
which the roads have been built to serve. So far, he 
said, regulation has resulted in limitng the present 
and prospective earning capacity of roads. The theory 
behind such regulation is that railroads are public high- 
ways and are engaged in public business. 

That theory, Mr. Mather said, confuses two separate 
purposes which the railroads serve. He granted that the 
railroads’ ownership of public highways is a matter of 
public interest, but denied that the business of carrying 
the public’s goods is similarly a matter for public inter- 
ference, although it is naturally subject to a certain 
‘estricted regulation. 

The government, Mr. Mather said, has thus for con- 
fined itself to limiting the earning power of the roads and 
has in that way affected their credit. The problem which 
iow faces the railroads is that the investing public does 
not want their securities because it cannot get a fair 
return on them. Witness declared that instead of the 
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impairment of credit which the present regulative pro- 
cesses entail, the government ought to see to it that 
railroads can earn fair returns on capital. He thought 
the government ought to lend its credit to the main- 
tenance of the railroads and the production of such 
facilities as are needed in emergencies. 

Mr. Mather did not think government control of 
capitalization desirable. He said, hawever, that he ad- 
vocated the fullest possible publicity. When asked his 
opinion of the scheme of prohibiting issues of stock be- 
low par he said that such a stricture would cripple 
further railroad development, and confine whatever de- 
velopment there might be to companies already existing. 
Such a measure he held to be desirable. 

State regulations, he said, might hinder needed rail- 
road developments and in that way interfere with the 
proper conduct of interstate commerce. Such a situation 
could be corrected by federal action. It might even lead 
to a system of federal corporation. 

An aspect of the regulative question which Mr. 
Mather emphasized particularly was the effect of govern- 
mental interference upon different classes of securities. 
He said: 

“More and more as government regulation is ap- 
plied do securities of the first grade that have sufficient 
assurance of the payment of interest and principal be- 
come more desirable investments; but more and more 
do second grade securities, on which class you usually 
have to depend to raise money for additions and im- 
provements, become less desirable as investments. It is 
here that the government should extend its credit.” 

Mr. Mather saw no deception in stock issued below 
par, provided there be proper publicity. 

Frank Trumbull said that he was in favor of ex- 
clusive federal regulation of the issuance of railroad 
securities, not because he believed that capitalization 
has any bearing upon rates, but because general regula- 
tion has come to be a matter of essential public interest. 
Railroad men have found out, he said, that it is as neces 
sary to commend themselves to the public as to one 
another. 

Going into the details of the relation of capitaliza- 
tion and rates Mr. Trumbull showed that the group of 
roads having the highest capitalization to the mile have 
the lowest average rate to the ton mile. As a whole, he 
held that this country’s railroads are worth what they 
He held further that they are entitled 
to a return of at least 6 per cent on their property. 


are capitalized at. 


They ought to have that much for serving the public. 
As for rates, he thought it exceedingly unfortunate that 
anyone should have ever thought of saying that they 
were fixed in accordance with “what the traffic will bear.” 
“If we said they are fixed according to what the traffic 
will afford it would be much pleasanter, and it would be 
more than we get,” he added. 

Mr. Trumbull was in favor of physical valuation of 
roads by the government and said that he thought no 
railroad man would object to the government’s use of 
that value as a basis for general regulation. But because 
capitalization may exceed valuation, the government 
should not, as has the state of Texas, restrain the power 
of roads to make improvements. “Don’t be too precise,” 
said Mr. Trumbull, “when you come to determine where 
regulation should stop. 
than specific ones.” 


General provisions are better 
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TERMINALS A VITAL PROBLEM 


Situation at Chicago Most Complex—Healthy Growth 
of City Dependent Upon Transportation Facilities 








BY F. A. DELANO, 
President, Wabash Railroad Company.* 


Not only is the problem of terminal facilities for the 
railroads in our large cities becoming complex in itself, 
but it is evident it cannot be dissociated from the prob- 
lem of housing, of “intramural” transportation, or of 
laying out the cities’ arteries, breathing spots, or their 
main centers of activity. 

All of these functions must be considered together 
and codrdinated in order to get intelligent and satisfac- 
tory results. The extraordinary growth in recent years 
of cities in the old world, as well as in the new, has nat- 
urally been the cause of much wonder, comment, and 
analysis. 

In the United States, at least, it - has been found im- 
possible by the railroads to plan for future needs more 
than twenty or twenty-five years in advance, under the 
most favorable circumstances, and in many cases projects 
for extensions and improvements that were thought when 
planned to provide for traffic so far ahead as to be ex- 
travagant have soon proved to be inadequate. 

Many of our large office and store buildings accom- 
modate 10,000 persons; and it is said of a large retail 
store in Chicago, which occupies not quite an entire city 
block and has a height of only twelve stories, that it fre- 
quently happens that there are 25,000 persons in this 
store at one time. 

If the so-called “loop district,’ or business heart of 
Chicago, were filled with twenty-story buildings, a condi- 
tion which seems to be fast approaching, we should have, 
say, forty blocks, each accommodating 25,000 persons. 
For that district alone, then, one mile in length and half 
a mile in width, our planning for streets and intramural 
transportation facilities must make provision for the daily 
incoming and outgoing of about 1,000,000 persons, beside 
which an equal number will have to be cared for in the 
fringe or surrounding territory. ; 

It may be said that the radius within which a city 
worker may live is determined by the time it takes him 
to get to and from his destination and the cost of trans- 
portation. An overwhelming majority of the people must 
live within a half to three-quarters of an hour of their 
work and cannot pay a fare exceeding 10 cents morning 
and night. It follows that the quicker and more econom- 
ical the transportation the greater will be the radius of 
country open for the development of homes. 

The healthy growth of our cities is, then, dependent 
upon the concurrent growth of adequate transportation 
facilities, and the time is rapidly approaching when there 
will be practically no real homes within our big cities 
proper. There are apartments, flats, and tenements 
a-plenty, but no real homes except in the surrounding 
fringe. 

In cities under 100,000 inhabitants it is desirable 
that trains shall deposit their passengers close to the 
business center of the city, but in cities of the old world, 
which were already great before railroads were created, 


*Originally published by the Chicago Tribune and reproduced 
by the permission of the publisher of that paper. 
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and in our larger cities in this country, it is no longer 
possible, and, to my mind, it is highly undesirable. 

The reason for this conclusion is that the railway 
terminal of a large city, if it is to be adequate to the 
needs, takes up directly and indirectly an immense 
amount of space, requires the closing of streets, and 
thus interferes with the growth and development of 
a city. Indeed, a railroad, both as an artery of traffic 
and as an obstacle, should be viewed as a great river or 
broad canal. 

Railway terminal facilities in a city may be analyzed, 
in a general way, as follows: 

It. Passenger terminals. (a) For suburban passen- 
gers. (b) For through passengers. 

2. Freight terminals. (a) For high-class packages of 
less than carload freight which is now, generally speak- 
ing, trucked through the city streets. (b) For the more 
important carload freight which is also, to a very large 
extent, trucked through our city streets, or to some ex- 
tent handled directly from car to warehouse. (c) The 
coarser articles, like coal, brick, stone, sand, structural 
steel, lumber, and miscellaneous building materials, which 
need not necessarily be handled in the heart of the city 
and which are usually distributed from yards conveniently 
located about the city. 

The public naturally considers the passenger terminal 
of a railroad as the all-important matter. A compara- 
tively small percentage of the population of our big cities 
knows much about the freight facilities of the railroads, 
and yet, since from two-thirds to three-quarters of the 
earnings of railroads are developed from freight business, 
and practically all our supplies of all kinds, including our 
daily food, are transported by freight, that branch of the 
service is of most vital importance. 

Beyond question the planning of adequate and proper 
freight facilities in our large cities is not only more diffi- 
cult but also of more real importance to the life, health, 
and comfort of every one living in or visiting the city 
than the location or plan of the passenger facilities. In 
a city of 100,000 inhabitants or less it is to be expected 
that the railway shall deposit its passengers, say, within 
one-quarter of a mile of the business center of the city. 

This means, for a great majority of the people, sta- 
tions within easy and comfortable walking distance of 
the seat of business of the city, but in our large cities it 
is practically impossible, not to say undesirable, that such 
a condition of affairs should exist. 

If it were possible to separate the suburban or short- 
haul travel from the “through” or long-haul travel, it 
would be desirable to let the suburban passengers be 
earried into and through the regular channels or arteries 
of the intramural scheme of transportation. The kind of 
metropolitan station which is desirable and necessary for 
the long distance business is neither desirable nor neces- 
sary for the suburban service. 

The suburban passenger should, if possible, reach his 
business destination without being required to transfer 
to another system of transportation, but this is neither 
required nor particularly desirable in the case of the 
long distance traveler. The latter usually wishes to go to 
his home or to his hotel before proceeding to his work. 

As has already been said, the difficulties in planning 
freight terminals are much greater than with passenger 
terminals, and there obviously is room for immense im- 

provement and development in this direction. 

The old-fashioned method of handling freight from 
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wagons across a covered platform to be loaded into cars 
—now almost universally in use—is satisfactory in towns 
and cities of moderate size; but in our large cities, where 
the congestion of street service is great, causing constant 
detentions; where the cost of teaming, due to high wages, 
is excessive; and where, on account of the fact that to 
make freight facilities adequate freight houses must be 
made long, the cost of trucking the freight by hand and 
the time wasted are both excessive. 

This constitutes, to say the least, a difficult condition 
to contend with and one for which the remedy can only 
be found by a thorough and comprehensive scheme of 
development. It sometimes seems strange to the writer 
that the first development of our tunnel facilities for 
transportation in cities should have been for the Car- 
riage of passengers. What if we had built our subways 
first to relieve the surface of the streets of all the slow- 
moving traffic and had reserved the surface of the streets 
for our own use. Certainly light and fresh air are more 
necessary for human comfort than for the handling of 
goods! 

Because freight is not self-propelling the cost of gath- 
ering and distributing it in a large city is an enormous 
item. As a result of economic conditions in this country 
wages are increasing rapidly and the unit of human effi- 
ciency without the aid of machinery is diminishing at the 
same time. The cost of all work largely dependent on 
manual labor has increased in the last twenty years so 
much that every business man is constantly seeking for 
some sort of labor-saving device to stem the ‘tide; inci- 
dentally, it may be remarked that the greatest stimulus 
to mechanical invention in this country is thus the stead- 
ily and constantly rising rate of wages. 

These economic conditions have resulted in damage 
alike to railways and shippers, because no mechanical de- 
vices have been found to offset the immense increase in 
labor cost. All admit that the methods are crude—no 
better than they were fifty years ago—while not nearly 
so cheap. How to solve the problem is the question be- 
fore us. 

The passenger station problem where many railways 
are to be dealt with is difficult, but the freight problem 
is, by comparison, stupendous. In Chicago six passenger 
stations are handling the twenty-three separate trunk 
lines (four of which have more than one. line into the 
city), but when it comes to freight depots each of these 
twenty-three lines has at least one downtown depot for 
receiving and forwarding of freight, with from three to 
ten subsidiary stations farther from the heart of the city 
to supplement the main station. 

It is safe to say that the value of the ground utilized 
by these downtown freight stations and the tracks serv- 
ing them is not less than $25,000,000—I really believe it 
is double that—but that is not all; if these facilities ac- 
complish what they were designed to accomplish, econom- 
ically and satisfactorily either for the transportation com- 
pany or the shippers, it might be money well spent, but 
the truth is that this is only partially true. 

Furthermore, the shipper instead of getting the full 
advantage of having a plurality of lines to ship over, is 
at added expense as compared with the shipper in a 
small town with only one or two railways. 

In the latter case, the shipper may load his wagon 
with freight for any destination in the shippers’ guide 
and leave it to the railway company to sort it out and 
select the appropriate routes, but in the large city of Chi- 
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cago he has to divide his truck load according to the 
number of roads for which he has packages, for each rail- 
way station is restricted to the carriage of freight 
reached by its lines. It is for this reason that the 
shippers say we need union freight stations more than 
we need union passenger stations. 

Passengers can walk or ride, and know how and 
where they want to go, but freight must be trundled 
through our streets, and hence means must be found so 
that it shall be disposed of with the minimum of expense 
and handling. 

Having this problem in mind the writer ventures 
something more than a criticism; to wit, a suggestion. 
Because it seems essential that we seek to relieve the 
congestion near the city’s heart it seems evident that we 
should try to move the freight out toward the less 
densely settled portions of the city and there, where the 
ground is to be had on reasonable terms, create facilities 
for the economical loading of trains of cars in proper 
order and rotation. 

The ideal way of doing this would be for the munici- 
pality to furnish a tunnel or subway under the streets 
bisecting the wholesale business district. This freight 
subway should be provided with a platform or conveyor 
moving intermittently, or else continuously, at slow speed, 
having at intervals of say two to four blocks small sta- 
tions for the receipt of freight. 

The freight, duly receipted for by authorized agents, 
would be loaded on the conveyor, where it would remain 
until delivered and unloaded in a large, commodious, well 
arranged house for the distribution and loading of freight. 
The conveyor, as already described, should be arranged 
to move in a subway loop through the heart of the city, 
but emerging from that and along some railway right ‘of 
way to a convenient depot or clearing house for loading 
of freight. 

Mr. Burnham, in his admirable plan for Chicago, has 
shown the relations of the various traffic loops to each 
other and indicated in a diagrammatic way how they may 
be developed and coérdinated one with the other and 
with a scheme for sorting and interchange outside the 
city. 

It may be truly said that all these details are as dry 
as dust, yet pray remember they have an important bear- 
ing on city planning. We know that high buildings were 
impossible without the modern American elevator, that 
high buildings made high land values, put new demands 
on transportation, and finally created such congestion 
on city streets as to make it incumbent on all concerned 
to do their part to relieve the ‘streets of all that can be 
taken off them. 

Shall we begin by compelling suffering humanity to 
go underground, or shall we begin by sending the freight 
in that way and postpone the necessity of human burrow- 
ing as long as possible? Of course it is recognized that 
rapid transit on city streets with the cross currents of 
traffic at every block is not safe or even possible, but let 
us begin by relieving the street surface first, and then by 
intelligent traffic rules let us so segregate the surface 
traffic that it shall move with a minimum of interruption. 

Enough has been said to indicate that the writer be- 
lieves the freight terminal problem in our large cities is 
even more important and difficult than the 
problem. 


passenger 


In considering the latter we may admit the suburban 
passenger requires no elaborate terminal and that he 
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would prefer a system of transportation that would give 
him an option of getting off at any one of several stations 
within the heart of the city. The terminal for handling 
through traffic becomes the paramount consideration. 

The fact that people travel more than they used to; 
that long journeys are common; that the comforts of 
travel require the handling of long trains; and that a 
modern passenger depot must be supplied with many col- 
lateral conveniences, are all tending to increase the dif- 
ficulties of the problem. 

An analysis of travel usually will show that by far 
the greater proportion of the users of the long distance 
trains are the “well to do,’ who live in widely scattered 
parts of the “fringe,” so that it is a mistake to assume 
the through passenger terminal must be central to the 
center of population. 

A more correct statement would be that it should 
be near the center of convenience for the principal users. 
What the center of convenience is, is a matter of some 
difficulty to determine. To a large portion of the tran- 
sient visitors the conveniently located passenger station 
center would bear some relation to the natural or con- 
venient hotel and theater center; to accommodate another 
large proportion of the traveling public it might be said 
that it should be conveniently related to the residence 
districts, which are usually widely separated. 

But in no one of these three cases is it to be ex- 
pected or necessary that the passenger arriving by train 
from a long journey or departing on a long journey ex- 
pects to do so without taking some conveyance, and an 
analysis of the business will usually show that the large 
number of passengers arriving and departing on through 
trains use surface, elevated, or subway Cars, cabs, ’busses, 
automobiles, or other conveyances. 

The important question is not that it shall be within 
walking distance, but that it shall be conveniently related 
to these various means of intramural transportation. It 
has already been noted that every new facility of trans- 
portation, every quickening of speed by annihilation of 
distance increases the possible radius of distribution of 
the homes of the people whose whole career is directly 
connected with the city even though they may not live 
within its corporate limits. , 

Thus the automobile, even though it furnishes an ex- 
pensive and perhaps extravagant means of transportation, 
is having an influential effect in this direction. Indeed, 
one cannot study this problem without being impressed 
with the interdependence of through traffic terminals and 
intramural transportation facilities. It certainly is true 
that if we settle the one without regard to the other we 
are adopting a shortsighted policy. The evils of this 
method are to be seen where it has been pursued. 

The location of a union station or group of stations 
obviously becomes increasingly more difficult with the 
number of railroads to be dealt with. In Chicago it is 
an interesting problem because twenty-three railway sys- 
tems have their railway terminal here, of which systems 
three represent two, and one three, lines entering the 
city. 

We accordingly have in Chicago a problem of de- 
termining and locating a passenger terminal for lines 
radiating in twenty-eight different directions. And, as the 
approaches to Chicago are flat, many of these lines cross 
and recross each other, making a network which is in- 
deed a tangled skein. 

To make an ideal and complete readjustment of all 


these lines cannot be undertaken because it would in- 
volve too great a destruction of vested interests, but a 
readjustment and simplification so far as the city termi- 
Nals alone are concerned is both feasible and desirable. 

The writer published some suggestions along this line 
several years ago which, with some modifications, have 
been given the approval of some important interests. 

This plan contemplates making a series of union de- 
pots, three to six in number, along a broad avenue to 
be created on Twelfth street, the most important east 
and west thoroughfare between Harrison street on the 
north and Eighteenth street on the south—a distance of 
more than a mile. 

Along the axis of Canal street and between Van 
Buren and Madison streets it is proposed to locate one 
or two other groups of stations, so that the final arrange- 
ment as contemplated by Mr. Burnham’s plan would en- 
able a single encircling avenue of traffic—Twelfth street 
east and west, and Canal street north and south—to reach 
the passenger terminals of the entire city. The phrase 
“avenue of traffic’ has been used advisedly with the 
thought that it should not be simply a boulevard for light 
vehicle traffic, but an avenue On which electric cars, traf- 
fic trucks, and otner vehicles could move. In this general 
plan due consideration has been given to the freight 
traffic, for who could live in Chicago and ignore it? 

It may be argued that the companies or groups of 
companies that have a relative advantage as compared 
with their neighbors will never agree to such a plan, and 
it has been urged frequently that those who have charge 
of these great railway properties owe a duty to their 
stockholders not to yield any advantage they have. While 
this may be admissible reasoning, it is also true that not 
a single one of these companies (with the possible excep- 
tion of the Chicago & Northwestern, which is in the 
midst of making extensive improvements) has all that it 
requires, and that there is not one of these companies or 
groups of companies which doesn’t require some added 
facilities, either passenger or freight. 





Takes Pessimistic Outlook 


A dark outlook is seen by Roswell Miller, chairman 
of the executive board of the Chicago, Milwaukee & St. 
Paul railway, according to despatches from Pasadena, 
Cal. Mr. Miller is quoted as follows: 

“There is a general feeling of unrest over the entire 
country; bankers and financial men are not buying rail- 
road stocks and securities and there is a general cur- 
tailment of expenditures in all lines, particularly with 
the railroads. 

“Really, I do not know what will be the outcome 
of present conditions. Some seem to think better times 
are ahead for one reason or another, but, personally, I 
cannot see much hope for the present. So far as our 
lines are concerned, we have stopped all construction 
work entirely and will do nothing more until conditions 
change for the better. We have laid off men wherever 
possible and I think most all of the railroads have done 
the same. 


“T attribute this unrest to legislation. We have had 
too much legislation. Our lawmakers seem to feel that 
they must make new laws which make it harder for us 
to do business and, so long as they feel that way, I 
cannot see any chance for improvement. 

“It costs far more to operate railroads now than it 
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formerly did. 








Material has advanced greatly in all lines 
and labor has advanced accordingly with practically no 
advance in freight rates. The railroads cannot pay 
dividends and keep up the improvements on present 
rates. Another uncertainty is the long delays we are 
subjected to in getting rate decisions. These delays are 
costly and must be met. 

“Capitalization has absolutely nothing to do with 
freight rates. Rates are not made with that end in 
view, but are graduated according to the traffic. Rail- 
roads never have and never will stand in the way of 
moving freight. 

“Really, I do not look for much change for some 
time. I do not expect the present Congress will ac- 
complish much which will affect general financial circles.” 





Enjoins State Commission 


New Orleans, La., December 30.—An injunction per- 
petually restraining. the Louisana railroad commission 
from the collection of fines from the Texas & Pacific, 
St. Louis, Iron Mountain & Southern and the Kansas 
City Southern railways for alleged violation of the lum- 
ber rates of the state board has been issued by Judge 
Rufus E. Foster, of the United States Circuit court. 
The case involved the assessment of charges on export 
shipments higher than the state rates for the same rail 
movement, 

It appears that the carriers filed a schedule of 
rates with the Interstate Commerce Commission to ap- 
ply on shipments from Louisiana points to New Orleans 
when for export. The state commission had already 
fixed a schedule for movement between the same points 
which was lower than that filed by the carriers. -The 
Louisiana board also directed that four days’ free time 
be allowed on domestic and twenty on export shipments. 
To this twenty-day period free of demurrage, the rail- 
roads agreed and also delivered shipments at shipside 
without switching charge. 

Thereafter some twenty cars of staves and poplar 
logs intended for export were shipped from interior points 
in Louisiana to New Orleans on bills of lading of sub- 
stantially the local form. On arrival the consignees re- 
ceived the free storage accorded export shipments, and 
at their request the freight was switched to shipside 
without additional cost, and was never out of the physical 
possession of the carriers until actually delivered to the 
ship. 

In. collecting charges the railroads applied the higher 
rate filed with the Interstate Commerce Commission for 
export shipments. On complaint of the consignees the 
railroad commission 
against the railroads. 

Complainants contended that the shipments consti- 
tuted foreign. commerce and the Interstate Commerce 
Commission alone had jurisdiction. The state commission 
averred the shipments should have been considered in- 
trastate commerce, and the master who heard the case 
adopted this contention and recommended that the bill 
be dismissed. The matter came up before Judge Foster 
on exceptions of complainants to the master’s conclusion 
of law. 

Judge Foster held that undoubtedly the Interstate 
Commerce Commission has jurisdiction and authority to 
regulate rates on freight actually moving in foreign com- 


assessed fines exceeding $2,000 
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merce, for that part of the carriage through the United 
States, whether such transportation be interstate or 
wholly within one state, and that the Louisiana railroad 
commission has authority to regulate rates of transporta- 
tion on all shipments beginning and ending in the state. 
In their respective spheres each is supreme and neither 
can infringe on the authority of the other. 

But it is plain, declared the court,- that both railroad 
and shipper should be enabled to decide with certainty 
as to which rules to obey when there is conflict between 
them, and neither should be permitted to take advantage 
of the incidental conditions imposed, or privileges allowed, 
in connection with one rate when applying the other rate 
to the shipment. The shipments originated in Louisiana, 
but they did not terminate in New Orleans. The con- 
signees did not accept delivery at all. For the purpose 
of obtaining the free storage and the free switching, 
allowed only in connection with the export rate, they 
notified the railroad to hold the goods for export, and 
subsequently required delivery at shipside to the con- 
necting carrier. In all of this the railroads acquiesced. 

The stoppage at New Orleans, it was the court’s 
opinion, was merely incidental to the ultimate exporting 
of the goods. New Orleans. was never intended to be 
the final destination. Both parties treated the shipments 
as export, and it was not even hinted there was any 
evasion of the law or violation of public policy by their 
so doing. Judge Foster said he did not think the form of 
the bill of lading should absolutely fix the status of the 
freight, as the contract of carriage should be held to be 
what the parties really intended it to be. 





Merger Not Illegal 


Columbia, S. C., December 30.—That the Southern 
railway’s absorption of the Asheville & Spartanburg, the 
South Carolina and Georgia extension and the Carolina 
Midland railroads was not a violation of the constitu- 
tional provision against merging competitive and parallel 
lines in South Carolina was the holding of a jury in the 
Circuit court of Richland county a few days ago. 

The suit was brought by direction of the legislature 
to dissolve the Southern’s control. The lines had been 
leased to the Southern railway Carolina division, which 
turned them over to the Southern railway under lease. 
The railroad’s defense was that the lines were not com- 
petitive in the constitutional sense of the word and that 
the parallelism was merely geographical. The action, 





which has been known as the Southern merger suit, was 
begun in 1903. 





For an International Board 


ee 

Washington, D. C., December 30.—As a result of 
a long series of conferences between Martin A. Knapp, 
chairman of ‘the Interstate Commerce Commission, and 
J. P. Mabie, chief of the railway commission of Canada, 
an agreement has been reached to recommend to the 
governments of the United States and of the Dominion 
of Canada the creation of an international railroad 
commission, which shall have supervisory authority over 
the railway rates in operation between the countries. 

Mr. Mabie arrived in Washington from Ottawa 
Tuesday night, in accordance with a previous arrange- 
ment with Chairman Knapp. He came to Washington 
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finally to discuss the details of an agreement he had 
reached with Mr. Knapp last August, and to-day the 
two. officials, who were designated by their respective 
governments to consider the subject and make a report 
upon it, were in conference. 

Their report has not been completed, but will be 
in a day or two. It will be filed by Chairman Knapp 
with the state department, and by Mr. Mabie with the 
foreign office of Canada. 

No details of the report yet are available beyond 
the fact that it recommends the establishment of the 
international commission, upon which shall be con- 
ferred certain defined regulatory powers. Whether the 
commission is to be created by treaty between the 
two governments or by joint legislation cannot be an- 
nounced at this time. 


F. O. Becker Passes Away 





F. O. Becker, chairman of the Western Classification 
committee and superintendent of the Western Railway 
Weighing Association and Inspection Bureau, died sud- 
denly Tuesday morning and was buried from his late 
residence, 68 East Garfield boulevard, Chicago, Thursday 
forenoon. 

Mr. Becker, who was 53 years old, was well known 
to both railroad and industrial traffic men. As chair- 
man of one of the three principal classification com- 
mittes and manager of the inspection bureau of the 
western roads, he upheld the high reputation won in 
his previous railroad service. One of his former asso- 
ciates declared that the success of the inspection bureau 
was largely due to Mr. Becker’s guidance and care. 

His demise came as a shock to many, who were 
unaware that he was even ill. He was taken to the 
hospital a couple of weeks ago and operated on for 
appendicitis. Complications set in and another opera- 
tion was performed Christmas Day. He died at 2 a. m. 
Tuesday. He leaves a widow and five children—three 
boys and two girls. 

The executives of western lines appointed the fol- 
lowing committee of honorary pallbearers: E. B. Boyd, 
E. H. Wood, C. B. Hopper, S. H. Johnson, W. G. Nei- 
myer, F. C. Reilly, G. O. Somers, E. R. Newman, E. J. 
Seymour, F. H. Manter, H. E. Pierpont, W. B. Groseclose, 
H. H. Holcomb, V. D. Fort, B. C. Stevenson and V. L. 
Freeland. 


Surplus Still on the Increase 





A further increase of over 8,000 in the number of 
idle cars is shown in the latest fortnightly report on 
car surpluses and shortages issued by the committee 
on relations between railroads of the American Railway 
association. 

In making public this bulletin, the chairman of the 
committee, Arthur Hale, says: 

“The total surplus for this report is 62,118, an 
increase of 8,203 cars. Of this increase, 6,868 are coal 
and gondola, and 1,473 flat cars. The large increase 
in coal is apparently due to the holiday season. While 
the total box car surplus is practically unchanged, the 
situation by groups shows a decreased surplus in the 
east, south and northwest, with increased surplus in 


the west, southwest and in Canada. There is little 
change in the shortage figures, the total showing a 
decrease of 1,191 cars, chiefly box and miscellaneous. 

“The total surplus is 3,764 cars greater than for 
the corresponding period in 1909, this being the first 
report during 1910 that shows an increase over the 
1909 figures. Analysis by classes, however, develops 
that the box car surplus is 7,831 cars less than last 
year, while coal cars show an increase of 10,436. The 
total shortage is 13,351 car surplus less than last year, 
the reduction being about evenly divided between box 
and coal cars.” 

A summary of the total surpluses and shortages 
September 1, 1909, to December 21, 1910, follows: 


SURPLUSES. 





Coal, 
Gondola 
No. of and Other 

Date— Roads Box Flat Hopper Kinds Total 
Dec. Si, eae... ae 16,453 5,358 17,649 22,658 62,118 
Dec. 7 2020. ..... 16,795 3,885 10,781 22,454 53,915 
Nov. Sa, BUEG- cos Ane 12,368 3,506 7,249 19,943 43,066 
Nov. 9, 1910.... 156 9,814 2,181 4,981 17,605 34,581 
Oct. 12, 1910... Fi 8,856 2,085 6,034 16,760 33,735 
Sept. 14, 1910.... 145 17,786 2, 21,203 54,890 
Aug. a Beeescce 36 41,040 3, 31,642 105,564 
July 6, 1910.... 156 65,078 3, 38,130 143,824 
June 8, 1910.... 159 66,137 3, 39,521 129,508 
May 11, 1910.... 157 44,996 7, 33,007 127,148 
April 13, 1910.... 146 20,527 3, 19,634 84,887 
March 2, 1910.... 152 14,469 6, 14,946 45,315 
Feb. 2, 1910... 153 21,352 i 14,337 51,600 
Jan. S; 2920. ... “S04 20,839 8, 12,815 52,309 
Dec. | ee 26,989 6, 17,145 57,470 
Nov. BG, Beeeccce Bea 16,107 3,6 10,351 36,616 
Cct 28, 2900... 2 14,991 3, 11,72 35,977 
Sept. seeds Coe 54,284 6, 24,034 10,576 

SHORTAGES. 
Coal, 
Gondola 
No. of and Other 

Date— Roads Box Flat Hopper Kinds Total 
Dec Bi, 2ene:..« 28 4,998 1,016 3,124 567 10,705 
Dec. 7 Beeeceu. ce 5,435 1,093 3,199 2,174 11,901 
Nov 23, 1910.... 162 7,305 1,191 4,230 1,947 14,678 
Nov S, Beeecccs: ae 11,959 1,450 5,515 2,076 21,000 
Oct. 18, 330.... 15a 18;358 1,199 5,433 1,634 20,419 
Sept 14, 1910.... 145 3,368 1,093 2,474 879 7,814 
Aug. >. SaaS 1,451 720 141 471 2,783 
July 6, 1910.... 156 118 513 20 308 959 
June . ae. 884 943 982 202 3,011 
May 33;°1990....: 187 1,119 1,422 $05 1,109 4,555 
April 13, 1910.... 146 3,721 1,296 1,433 1,080 7,32 
March 2, 1910.... 152 15,349 699 9,942 3,917 29,907 
Feb. 5. JO00. 2% 53 13,993 852 8,136 3,644 26,625 
Jan. 5, 1910.... 154 7,304 344 4,906 1,339 13,893 
Dec. 10, 1910.... 176 7,713 757 5,927 4,196 18,593 
Nov. 10, 1909.... 171 21,386 1,956 11,730 4,830 39,902 
Oct. 13, 1909.... 175 14,693 1,367 5,110 2,271 23,431 
Sept. 4, 2000....2 4308 1,713 418 1,585 183 3,899 





WANT TRAIN SERVICE RESTORED. 

Albany, N. Y., December 30.—The public service 
commission, second district, has received a complaint 
from residents of Gang Mills, Steuben county, asking 
that the Erie railroad be required to restore passenger- 
train service formerly given at that point. It is stated 
that the people of Gang Mills raised by subscription 
money to erect a depot and build the platforms, and 
the company had been to no expense whatever in 
relation to the accommodations at that point. Two 
passenger trains had stopped daily for ten years, but 
these were recently discontinued. The company has 
been asked to answer the complaint within ten days. 


PERMITS INTERVENTION IN SALT CASE. 


Washington, D. C., December 30.—The Interstate 
Commerce Commission has issued an order permitting 
the Morton Salt company to intervene on behalf of the 
complainant in the case of the International Salt com- 
pany of Illinois vs. Genesee & Wyoming railroad et al., 
Docket No. 3409. 
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MINNESOTA REPORT ISSUED 


State Railroad Commission Announces Increase in 
Net Earnings of Roads Operating in That State 








St. Paul, Minn., December 30.—An increase of nearly 
$10,000,000 in the net operating revenues of railroads 
operating within the state of Minnesota for the fiscal 
year of 1910, as compared with the year ending June 
30, 1909, is shown in the twenty-sixth annual report of 
the state railroad and warehouse commission. Gross 
operating income over $17,000,000, while ex- 
pense chargeable to the state advanced over $7,600,000. 


increased 


The amount of capital stock for railroads reporting 
to the commission for their entire lines for the year 
ending June 30, 1910, was $1,381,361,482, and .of funded 


debt, $1,701,990,099, making a total of $3,083,351,581 
capital stock and funded debt, as against the total 
amount for the year ending June 30, 1909, of $2,953,- 


79 99 


572,234, an increase for the past year of $129,779,347. 
The number of accidents to 


of Minnesota 


persons in the state 


resulting from the movement of trains 
and engines for the year ending 


June 30, 1910, total 
215 killed and 1,858 injured, an increase for the year 
of 47 killed and 303 injured. In addition to the fore- 
going, the figures for deaths and injuries from causes 


other than the movement of trains show 19 killed and 
1,107 injured, or an increase of 8 killed and 237 injured 


for the past year. 


The total operating income from all sources of the 


railroads doing business in the state for the year end 
ing June 30, 1910, was $99,804,007.23, as compared witl 
$82,275,335.32 for the year ending June 30, 
total operating expenses charged to the state for the 
fiscal year of 1910 was $51,989,889.72, as compared witl 
$44,320,746.47 for the previous 
$7,669,143.25. The total net 
nesota for last 
year ending June 30, $37,954,588.85, an 
of $9,859,528.69 for the year 1910. 
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increase 


The total amount of accrued interest on funded 
debt. and interest on other liabilities, including rentals 
paid and all other deductions from corporate income 


of all 
for the year ending June 


railway companies 


> 


30, 1910, for their entire line 


doing business in this state, 


Ss 


or 
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amounted to $82,602,542.18, and for the year endin 
June 30, 1909, $78,685,316.98, showing an increase for 
the year 1910 of $3,917,225.20. The total amount 


dividends paid from net corporate income by the rai 


»f 
l- 


way companies operating in the state of Minnesota, for 


the year ending June 30, 
was $73,089,044, as 


year ending June 30, 


1910, for 
compared 


their 
with 
1909, an increase of $10,557.76 


The following table shows the companies 


dends out of net corporate income: 





entire lines 
$62,531,282 for the 


9» 


paying divi- 


Preferred Common 
Chicago & Northwestern Ry........ $ 1,791,600.00 $ 8,040,438.0( 
Chicago, Burlington & Quincy et 8,867,128.00 
Chicago, Milwaukee & St. Paul 00 8,116,220.00 
Chicago, Rock Island & Pacifi pide. <b etwas aka és 3,743,059.50 
Chicago, St Paul, Minneapolis & 

Omaha Pe a a Dar ereior ts a led 787,976.00 1,298,.934.00 
Duluth Terminal Railway....... Te Ce 24,000.00 
Great Northern oa 14,695,475.50 ......6.. Rate 
Green Bay & Western.. fore tT ere 125,000.00 
Minneapolis & St. Louis 98,295.00 PY Pe pre. 
Beemememote. & TMtOCMOAtIOORl. 2.26 ccckcs coccsecevere 25,000.00 
ED SEE CS sw o'descuaene cee dec oteebrtccs 17,359,685.09 


Total 





$47,599, 464.50 
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The total amount of dividends paid out ef surplus 
for their entire lines was $15,510,161.70, as compared 
$12,159;951.10 for the year ending June 30, 1909. 
The following table companies paying divi- 


with 
shows the 
dends out of surplus: 


Common 
$ 3,000,000.00 
9,870,000.00 


Preferred 
Duluth & Iron Range...... 
Duluth, Missabe & Northern 


Beemer Ge Bt. TOUS... cc csccccccnsed eC pre Os 
Minneapolis, St. Paul & Sault Ste. 
IN «wt wows ites hace nian coke oak aies ie 658,560.00 1,233,120.00 


Wisconsin Central 650,186.70 


ES sacking a Pee Ce ee hes , .- -$1,407,041.70 $14,103,120.00 


The following companies carried forward a credit 
balance for the fiscal year ending June 30, 1910, as 
follows: 

Canadian Northern . : ; : : P 5 ; $ 1,002,342.06 


Chicago & Northwestern... : 
Chicago, Burlington & Quincy 
Chicago Great Western . Pee ‘ 
Chicago, Milwaukee & St. Paul... shenees > | 
Chicago, Rock Island & Pacific........... aie as ae 
Chicago, St. Paul, Minneapolis & Omaha. 
Duluth & Iron Range ..... 
Duluth & Northeastern ....... 
Duluth & Northern Minnesota SA wipe Wd — 
Duluth, Meeeee G& WOTURGIM. ... ccc scscavccces ; 8,493,: 
Duluth, Rainy Lake & Winnipeg. 
RR a 
Se ee ee EE, or <tbiu 6 ccaae ae shes aon 
Minneapolis & Rainy River 
Minneapolis Eastern ..... armless aed - tae , ‘ 
Minneapolis, St. Paul & Sault Ste. Marie weeeee 4,400,442.19 
sig Fork & International Falls............. 16,402.40 
Minnesota & International ..... od xed ne ‘ 56,545.44 
Minnesota & North Wisconsin .............. 10,359.10 
Northern Pacific stews 4,936, 259.34 
Winona Bridge ........... ies A adliny eunicaidi be 4itaiteks- tind eats 16,674.22 
Mississippi, Hill City & Western........ 459.21 


2,466,459.36 
1,112,611.71 





UE. cw vind vetnwgs seamen acts neitoal eu & aide -erewwd $32,631,104.34 


For the same period, the following companies car- 


ried forward a debit balance: 


Chicago Great Western SH Bee be 

Dubuque & Sioux City (lll. Cent.)... 

Duluth, South Shore & Atlantic plata are ete cae achie 
GE CE nis woo 0b 0 s-0.0 Rad dpa Ub be red 60 bes beeeee cee 
Minneapolis & St. Louis ............ 

Minneapolis, Red Lake & Manitoba 


$103,258.75 
100,709.91 
81,823.94 
26,663.64 
22,062.99 


19,764.80 





BEIMRIOTNS WORUCTH 2 ncccc ccc cccvces 21,202.42 
Minnesota Transfer 1,770.58 
_, ee eee See edie Gbee ooo 0902, 008.08 


June 30, 
$300,513,- 
lines on 
amounted to 


The total credit balance for all lines on 


1910, balance sheet amounted to 


total debit 
carried to 


carried to 
406.87, and the balance for all 
June 306, 1910, 


$3,858,318.14. 


balance sheet 

The total amount paid by all companies for taxes 
on their gross earnings in the state of Minnesota for 
the calendar year of 1909 amounted to $3,640,568.93, and 
for 1908, $3,115,027.19, an increase of $525,541.74. The 
total amount of operating revenues for the entire lines 
of all roads operating in this state was $536,909,749.21 
for the fiscal year ending June 30, 1910. The accrued 
22,412,289.55, which 
would show an average rate of taxation on their gross 


taxes for all lines amounted to 


earnings of .0411 per cent. 


The total amount of rentals received by the rail- 


way companies for the use of their tracks by other 


railway companies and other rentals for their entire 


1910, was $3,672,855.91. 


Total amount of rentals paid by the railway com- 


lines for the year ending June 30, 


panies for the use of tracks of other railway companies 


and other rentals for their entire lines for the 


1910, was $10,681,364.48. 


year 
ending June 30, 
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NEWSPAPER COMMENT 


On Railway and Other Questions of National and Local Interest. 


Vol. VI, No. 27 





In these columns, we aim to give current newspaper comment on live topics; the publication of an editorial 
here carries with it neither the approval or disapproval of the opinions therein expressed.—The Traffic Service 


Bureau. 





F. W. Hirst, editor of the London Economist, sailed 
last week for England. Mr. Hirst spent only a few days 
in the United States. Presumably he came over for the 
purpose of obtaining at first hand information respecting 
financial, industrial and business conditions in this coun- 
try: That was the purpose which he made here in the 
latter part of 1907, and also of earlier visits. 

It has needed no longer investigation than one which 
Mr. Hirst was able to make within a week to persuade 
him that our recovery from the effects of the panic of 
1907, which was so swift and in many of its aspects so 
unprecedented, reached its climax some time in the 
spring of the present year. To quote Mr. Hirst: “I am 
now persuaded that you reached the high water 
mark of your recovery in the spring of this year and 
have since then been losing ground.” 

It seemed to Mr. Hirst inevitable that this retrogres- 
sion will continue, although he does not care to fix the 
period during which it is to last. One of the reasons 
why he has reached this opinion is the conditon of the 
steel and iron and the textile industries. 

It appeared to him somewhat alarming that the steel 
and iron plants of the United States are now working 
a little over 50 per cent of their capacity. Nor did he 
receive any information which justified him in expecting 
that the output of our steel and iron plants would be 
measurably increased in the course of the next five or 
six months. 

Mr. Hirst also found the textile industry, especially 
in Massachusetts, to be in an unsatisfactory condition, 
and he could obtain from none of those who are inter- 
ested in this industry any assurance that*this condition 
would be improved in the course of the winter or early 
spring. 

Therefore, Mr. Hirst’s general conclusions are that 
general business conditions in the United States are not 
greatly to improve next year. 

“Of course,” he said, “you have 90,000,000 of people 
to feed, to supply with all the necessaries of life and 
many of the comforts, and this of itself will make a very 
large volume of business certain. Therefore, when I 
speak of retrogression, I am speaking relatively.” 

Mr. Hirst had no hesitation in speaking of his im- 
pressions with respect to the fundamental cause of these 
business conditions. He had no doubt that it can be ac- 
curately traced to our present tariff law. 

Incidentally, Mr. Hirst spoke of what seemed to him 
to be a curious, almost paradoxical, phenomenon. That 
is based upon the report that John Hays Hammond, as 
the representative of American capital, is now seeking 
opportunities for the exploitation of some of the re- 
sources of Russia through the investment of American 
capital there. And yet, in spite of this fact, the rail- 


roads and the large industrials in the United States ap- 
pear not to have the capital they need, and are seeking 
it in other world markets. 

So, teo, he had in mind the report that American 
capital is promised to China on the condition that China 
reform her currency, and it seemed to Mr. Hirst that 
China might with some propriety reply: “When you have 
first perfected your currency, then it will be time to talk 
with us about improving ours.” 

Mr. Hirst willingly gave his views as to the manner 
in which our tariff may be revised advantageously, and 
at the same time without seriously disturbing business. 
He has little confidence in the commission plan. Fur- 
thermore, he does not regard a plan of that kind as 
essential. 

“You have experts in this country who can within 
a month prepare a report worthy of the confidence of 
Congress,” he said. “A report of that kind would, in 
my opinion, justify a revision of the tariff which could 
be enacted into a law of three or four lines. 

“First, make a horizontal reduction of say 10 per 
cent. And secondly, and finally, increase this amount, in 
cases where there have been excrescences, favoritism or 
excessive protection, by making a 20 per cent reduction. 
I am certain that your tariff is the chief cause of your 
business retrogression.” 

Mr. W. M. Acworth, now esteemed in Great Britain 
as the highest authority among all Britons with respect 
to railway questions, is's now in the United States. He 
has been for some days in consultation with President 
James McCrea and others of the Pennsylvania Railroad 
Company. 

Mr. Acworth was a fellow passenger to the United 
States with Mr. Hirst, and in one of the conversations 
upon the steamship which he had with the editor of the 
Economist Mr, Acworth said that his investigations made 
recently into American railway conditions had convinced 
him that in many parts of the country it is imperative 
that the railroads should double-track their lines, and that 
this must be done unless the American people are ready 
to face paralyzing congestion of traffic. Very likely it is 
in connection with certain railway improvements that 
Mr. Acworth has been in consultation with President 
McCrea, 

In the opinion of the editor of the London Economist, 
and presumably in the opinion of Mr. Acworth, the Amer- 
ican railways will be able to secure all the capital they 
seek in Europe as soon as the underlying causes for the 
prevailing business depression are removed. In Mr. Hirst’s 
opinion, as already stated, the underlying cause is the 
present tariff law.—Holland, in the Cincinnati (O.) En- 
quirer. 
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An estimate made by the Journal of Commerce of 
New York as to interest and dividend disbursements in 
January, 1911, cannot fail to impress and change the 
views of those men of affairs who have been pessimistic 
as to business during the year 1910. 

According to the estimate referred to, the total pay- 
ments on the accounts stated will amount to more than 
$226,000,000, as compared with approximately $200,000,000 
disbursed on the same accounts in January, 1910. 

Of this immense sum upward of $93,000,000 repre- 
sents dividend payments upon railway, industrial and 
other stocks, showing that business in such lines has 
been quite profitable, and that the talk of dull times and 
heavy burdens upon corporations was not correctly based 
if profits are considered the test of depression or of 
burdens. 

While statistics are not yet completed so that actual 
figures can now be given, it is the opinion of many well- 
posted gentlemen connected with financial affairs that 
the aggregate profits of the banks and trust companies 
of the United States during the year of 1910 will break 
all records in amount. 

In the railway and industrial reports it is found that 
while in a few instances there have been reductions of 
dividends, as compared with a year ago, yet the number 
of increased dividends is greater than those lowered, and 
organizations which have commenced the payment of 
dividends during the year will also contribute to swell 
the total amount above that of January, 1910. 

The total trade of the country for the year 1910 will 
go far above that of any other year in values, and if 
that trade is divded into its great divisions of foreign 
and domestic commerce each of the totals in the two 
divisions will be found to have exceeded those of the 
very best prior year in our history. 

Here and there will be found interests that have 
not shown an increase in amount of business transacted 
during the present year, but these are the exceptions, not 
the rule. The dividends ready for disbursement to rail- 
way stockholders next month are exceedingly good evi- 
dence that, despite some sensational statements as to 
railway conditions, profits, yea, good, substantial returns 
upon investments, are the rule on such securities through- 
out the United States. 

This exhibit is, indeed, gratifying to business men 
at home and abroad, and these disbursements next month 
will usher in the new year under very favorable auspices 
—Cincinnati (Ohio) Enquirer. 


* * * 


Former President Ramsey of the Wabash made a 
vigorous plea before the Interstate Commerce Commis- 
sion for an increase of rates, saying he believed a rail- 
road should earn at least 6 per cent dividends, plus a 
sufficient surplus to guard against lean years, general 
depreciation and to take care of its credit. 

The Financial World of New York approves heartily 
of this doctrine. Says the World: “Who is so rash as to 
deny to the railroads the privilege of running their busi- 
ness in a way to permit the payment of a fair return to 
the many thousands partners in them; each year to lay 
aside some fat as a surplus to provide for rainy days, 
and also for the purpose of writing off the general de- 
preciation which, because of the wear and tear, affects 
railroads more than is the case of almost any other 
industry.” 


This sounds well, but it is hardly in line with senti- 







THE TRAFFIC WORLD AND TRAFFIC BULLETIN 999 



















































ment previously expressed by the ably conducted World, 
which has made a persistent plea for Federal incorpora- 
tion and physical valuation of railroads in order that 
public confidence might be restored in railroad securi- 
ties. But now the World seems to be willing to let 
President Ramsey and other railroad presidents decide 
on how much capital stock the 6 per cent dividends shall 
be paid. But just there is the rub. No sensible person 
desires any harm to railroads, but no intelligent citizen 
wishes to be taxed in the way of excessive freight rates 
in order that dividends may be paid on capital stock 
three times in excess of what it rightfully should be. 
Senator Cummins says the railroads already have in- 
flicted a capitalization of $17,500,000,000 on the people, 
probably one-half of which is water. The bonds and 
stock constituting this watered capitalization have been 
sold to the people, and must now be accepted as a 
permanent burden by American taxpayers. But the tax- 
payer is becoming a little restive, and so he asks: “Divi- 
dends on what?” when such arguments are made as 
those of President Ramsey. And then it is all very nice 
to talk about piling up a surplus for a rainy day, but 
the public has been surfeited with Wall street yarns of 
fat ‘“‘melons” being cut for the benefit of a favored few— 
such melons generally representing surpluses that have 
been nominally piled up as a safeguard against the 
“rainy day.” So the public is a little suspicious of the 
surplus fund idea. 

The sum and substance of the matter is this: The 
railroads, as public service enterprises, derive all their 
rights and powers from the people, and, consequently, 
are fully answerable to the people. Therefore, the peo- 
ple are interested in the amount and manner of issuance 
of the capital stock of the rail corporations, and until 
they have something to say in the way of control, there 
will be continued strong objection to any advance in 
rates. The railway managers, of course, object stren- 
uously to such control, and that is where they and the 
public sharply differ. 

President Ramsey’s plea is not convincing. “Divi- 
dends on what?” is still the vital question.—Terre Haute 
(Ind.) Star. 


* > * 


When it comes to the matter of a multiplicity of 
duties and only twenty-four hours in a day membership 
in the Interstate Commerce Commission is no joke, if the 
member does his work. The annual report of the 
Commission just made public shows that since December 
1, 1909, forty-four indictments for criminal violation of 
the act to regulate commerce have been returned and 
forty-three prosecutions have been concluded—in all of 
which the Commission had active duties to perform; it 
has itself reached and announced decisions in 692 pro- 
ceedings instituted by formal complaints or by the Com- 
mission on its own motion; 125 similar cases have been 
disposed of by stipulation of the parties to them for 
dismissal or motion of complainants for discontinuance; 
3,840 informal complaints have been disposed of through 
correspondence or otherwise as against 4,436 in the 
previous year; 154,588 railroad tariff publications were 
filed with the Commission, all of which required some 
official attention; and besides considering express com- 
pany matters an enormous amount of statistical matter 
on the activities of the railroads has been compiled and 
classified and published. There are seven members in 
the Commission, drawing salaries of $10,000 each, and 














ra 


1000 THE TRAFFIC WORLD AND TRAFFIC BULLETIN 





one secretary—with ample clerical assistance, of course. 
But the work that falls in detail on the commissioners 
themselves is obviously much heavier than the general 
public imagines. 

In view of this it is not to be wondered at that 
when Congress in June last placed the telegraph and 
telephone companies of the country under the jurisdic- 
tion of the Commission for “regulation” it balked a bit. 
There are anywhere from 25,000 to 30,000 telephone 
companies that either do or make provision for doing 
interstate business, and a doubt at once arose in the 
minds of the Commissioners as to whether or not Con- 
gress intended to place all this telephone business under 
their supervision and control. They are still trying to 
find out. As to the pending railroad-rate cases, in which 
the public as well as the companies is so keenly in- 
terested, the report says: 

“Appreciating the importance to the general public, 
as well as to the interested carriers, of an early de- 
termination of the issues presented by these cases, every 
effort has been made to expedite the proceedings. As a 
result of the hearings which closed on November 30 a 
stupendous record is now before the Commission. Hun- 
dreds of tariffs naming the increased rates were volun- 
tarily postponed by the carriers until November 1, 1910, 
and again postponed until February 1, 1911. The cases 
have been assigned for argument on January 9, and suc- 
ceeding days; and the Commission intends to announce 
its decision at the earliest practicable date thereafter.” 

This means, presumably, that the Commission hopes 
to reach decisions prior to February 1 or within the next 
five weeks; for, otherwise, the increased rates would 
become operative on that date by expiration of the post- 
ponement understanding between the carriers and the 
Commission. But if the record made-up to the first day 
of this month and now being considered by the Com- 
mission is “stupendous” and it must hear and subse- 
quently consider and digest arguments that will not be- 
gin until January 9, it is by no means easy to imagine 
decisions in all the pending cases being rendered before 
February 1. It is now more than six months since the 
movement among the railroad companies for higher 
rates began, and conditions as to revenue and expenses 
may have changed for the worse since then—but the 
Commission can act only on the testimony submitted and 
the arguments based on that testimony. Has the time 
come for increasing the membership in the Interstate 
Commerce Commission so that its work may be ma- 
terially expedited?—New York Commercial. 

at a * 

Mr. Edward M. Shepard, testifying before the Com- 
mission which is studying the question of regulating 
railroad stock and bond issues, repeated the regular con- 
~ tention of the railroads that capitalization has nothing to 
do with rates. The argument always is that two or 
three roads carrying a certain commodity between two 
points by different routes must charge the same rate for 
the service—since otherwise all the traffic would go to 
the one charging least—yet no two of them are likely 
to be capitalized alike. One may be overcapitalized and 
another undercapitalized, yet the charge is the same. 
Therefore, capitalization has little or no effect upon rates. 

But unfortunately for this argument the reasons 
alleged by the railroads for demanding the increase in 
freight rates now asked do not accord with it. Those 
reasons are that it is necessary to have higher rates in 
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order to maintain the credit of the railroads; and that 
credit must be maintained, so the contention runs, by 
paying attractive divdends and investing surplus earnings 
in betterments. Evidently, then, it does make a great 
deal of difference in regard to rates, if the railroads’ own 
view is accepted, upon how large a block of stock at- 
tractive dividends must be maintained—New York Tri- 


bune. 
ak cm * 


Complaints have been numerous hereabout of late 
about the high cost of living. It really must be trivial, 
though, compared with what it is at Washington, D. C. 
Many congressmen, who receive only $7,500 a year in 
wages, cannot affort to go home for the Christmas holi- 
days. Others who are going home declare that they are 
doing so because they can’t afford to stay in Washing- 
ton. A motion is hereby made that the members of the 
Senate and the House be paid $1,000,000 a year each for 
their services. This is really a meager sum in com- 
parison to what some of these gentlemen think their 
services are worth—Topeka (Kan.) Journal. 


* & * 


The hearings in the rate cases before the Inter- 
state Commerce Commission have been educational to 
the public, as they should be instructive to the railroads. 
They have made one point exceedingly clear—that the 
railroads ask the public to pay for their wasted energies, 
their wasted materials, their failures and _ stupidities. 
One of the. witnesses at the hearings shows not only 
where the railroads have been neglectful, but also that 
the appeal for permission to raise rates was made with- 
out preliminary thought to the neglect. 

“T am not here to oppose the proposed increase in 
freight rates. I do not know whether the railroads 
should have it or not. If they are entitled to it, they 
ought to have it. But I see this fact, as a manufac- 
turer: That in other industries, when we are confronted 
by too close approximation of our income to our ex- 
penditure, competitive conditions rarely, if ever, permit 
us to open the interval to the point which will cover 
a fair profit by putting our prices up. Our competitors 
will not permit of our doing that. We have to meet 
the competition, and, therefore, we are compelled to 
look within for the remedy—not to pass the burden on 
to others, but to face it ourselves, and find some way 
of relief. We have done it again and again, successfully, 
on a great scale in hundreds of thousands of cases; 
and it is one of the many illustrations of what is com- 
monly understood as a blessing in disguise.” 

Where other industries must practice economies and 
introduce scientific methods of management, the rail- 
roads have ignored these matters .and attempted to 
make up their failing incomes by charging higher rates. 
—Toledo (Ohio) Blade. 


* a * 


At this time, when the sentiment is spreading that 
the public interests will be somewhat conserved if thers 
is a cessation of attacks upon the railroads and that 
capital should be no longer driven away from invest 
ments in railroad securities for fear of further adverse 
legislation, there is food for thought in the evidence 
given. before the Interstate Commerce Commission by 
George E. Ide, president of one of the large New York 
life insurance companies. Mr. Ide testified that the life 
insurance companies doing business in New York City 
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alone hold one-eighth of all of the railroad bond issues 
of the United States. 

It appeared further by this testimony that the money 
thus invested was that of the surplus premiums of 20,- 
000,000 policy holders in such insurance companies, the 
earnings going to reduce the amount of premiums to be 
paid in the future, or to increase the amount of insur- 
ance carried. 


In other words, in this one line of investment alone 
the interests of 20,000,000 investors would be adversely 
affected by any policy which would so cripple the rail- 
roads as to reduce the certainty of their being able to 
pay interest on their bonded indebtedness. 


It is the easy assumption that the railroads of the 
country are the private property of certain groups of 
multi-millionaires. As a matter of fact, the securities of 
the railroads, both their stocks and bonds, are distrib- 
uted among many millions of people. These securities in 
the past have been favorite forms of investment for sav- 
ings of many people, the provision which they have 
made for their old age. The bonds of first-class railroads 
which have never defaulted have been looked upon as 
gilt-edge, among the safest possible investments to be 
made. 


If the small investors, the aggregate of the savings 
of whom constitutes the country’s greatest investment 
capital, are timid about railroad securities, either the 
railroads have to pay larger interest for money and pass 
the burden on to their patrons, if allowed to do so, or 
else the railroads must curtail expenditures for improve- 
ments and betterments which furnish the additional facil- 


ities for doing business.—Seattle (Wash.) Post-Intelli- 
gencer. 


ATTACK EXPRESS DELIVERY SERVICE. 


Albany, N. Y., December 30.—The public service com- 
mission has received a complaint from J. B. & H. B. 
Sykes, publishers of the Clinton Courier, at Clinton, 
Oneida county, N. Y., against the American and Adams 
Express companies. Complainants state that it is the 
practice of these companies to refuse the carriage of ex- 
press matter at points where each have a receiving 
Office when such matter is destined to a point exclusively 
served by the other company unless the carriage of the 
package is insisted upon by the shipper and the full 
local charges of each company are prepaid at the point 
of shipment. They allege that such practice is unjust 
and unreasonable and results in inadequate service and 
unreasonable delay to shipments. 


Board’s Functions Executive 
Columbus, O., December 30.—That the functions of 
the state railroad commission are neither legislative nor 
judicial, but executive, is the declaration made by Judge 
Kinkead of the Franklin county Court of Common Pleas 
in denying the application of the Baltimore & Ohio rail- 
road for an injunction restraining the enforcement of the 
board’s order in the West Jefferson Creamery company 
case, in which the carrier was required to load milk cans. 
The court sustained two demurrers filed by the attor- 
hney-general for the railroad commission and left the 
alleged unreasonableness of the order to be determined at 
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another hearing. He declared the order not a delegation 
of legislative authority. 

In the complexity of railroad supervision and in care 
for public welfare, Judge Kinkead declared a body like 
the railroad commission necessary for the application of 
the laws. The dictum is laid down that progressive peo- 
ple demand a new interpretation of the fundamental law. 
He says: “The flexibility of the constitutional mandate 
to meet the pressing demands of justice has been recog- 
nized by the courts from an. early period of judicial his- 
tory of the state.” 





EXTENDS SUSPENSION DATES. 


Washington, D. C., December 30.—By an order of the 
Interstate Commerce Commission the effective date of 
the tariff filed by the Missouri Pacific, St. Louis, Iron 
Mountain & Southern and Texas & Pacific railways 
covering class and commodity rates and known as I. C. C. 
No. Ail611, has been further suspended until July 5, 
1911. The first suspension order expires January 5, 1911, 
but the Commission states that it will be impossible to 
act upon the propriety of these rates before that time. 
This tariff is at present under investigation on Suspen- 
sion Docket No. 13. 


COMPLAINS OF GASOLINE STORAGE RATES. 

Albany, N. Y., December 30.—The public service com- 
mission, second district, has received a complaint from 
the Oneida Lake Transportation company asking that the 
Lehigh Valley railroad be required to fix a just and rea- 
sonable storage charge on gasoline in iron drums. The 
Oneida Lake company, which has an office at Syracuse, al- 
leges that the rate of 25 cents per hundred pounds is charged 
on gasoline if held 10 days or less, and 30 cents per 
hundred pounds if over 10 days, including 30 days, 
and that the rule that if it is mot removed at the 
expiration of 30 days it is to be disposed of by sale 
or destruction, is unjust and unreasonable. The com- 
plaint states that other railroad companies charge only 
the same as for general merchandise. The company 
asks the commission to fix a just and reasonable rate 
for the storage mentioned. 


Supply Men Name Directors 





New York, N. Y., December 30.—The executive mem- 
bers of the Railway Business association with recent 
appointments now consist of the following: 

Term expiring 1911—W. B. Clow, Chicago, Ill., presi- 
dent, James B. Clow & Sons; N. B. Leigh, Chicago, 
Ill., president, Chicago Railway Equipment company; 
James Viles, Chicago, Ill., president, The Buda company; 
A. M. Kittredge, Dayton, O., president, Barney & Smith 
Car company; W. H. Whiteside Milwaukee, Wis., presi- 
dent, Allis-Chalmers company; J. H. Schwacke, Phila- 
delphia, Pa., William Sellers & Co., Inc. 

Term expiring 1912—H. G. Prout, Swissvale, Pa., 
vice-president, Union Switch & Signal company; W. R. 
Leach, Boston, Mass., general manager and treasurer, 
Hunt-Spiller Manufacturing corporation; J. S. Coffin, 
New York, president, Franklin Railway Supply com- 
pany; E. L. Adroon, St. Louis, vice-president, American 
Brake company; Alba B. Johnson, Philadelphia, Pa., 
vice-president, Baldwin Locomotive Works; Walter M. 
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Cottingham, Cleveland, O., president, Sherwin-Williams 
company. 

Term expiring 1913—William G. Dodd, Newark, N. J., 
president, National Lock Washer company; Henry El- 
liot, East St. Louis, Ill., president, Elliot Frog & Switch 
company; W. H. Miner, Chicago, Ill., president, W. H. 
Miner company; Rudolph Ortmann, Chicago, IIl., presi- 
dent, Ajax Forge company; W. G. Pearce New York, 
N. Y., vice-president, Edgar Allen American Manganese 
Steel company; W. P. Worth, Coatesville, Pa., treasurer, 
Worth Bros. company. 

The general executive committee of the association 
consists of the elective officers, chosen annually (presi- 


dent, vice-presidents and treasurer) and the 18 execu- 
tive members. 





STATION FACILITIES INADEQUATE. 

Columbus, O., December 30.—The state railroad com- 
mission, in a decision rendered in the case of Rudd B. 
Gue, mayor of New Lexington et al. vs. the Cincinnati & 
Muskingum Valley railroad, has ordered the carrier to 
construct a new freight depot within 150 days after the 
date of the order and to devote its present station at 
that village to the exclusive use of its passenger, ex- 
press and mail business and to rearrange and enlarge 
the space devoted therein for the use of passengers. 


WANT NEW STATION FACILITIES. 


Albany, N. Y., December 30.—The public service 
commission, second district, has received a complaint 
from residents of Dayton, Cattaraugus county, directed 
against the Erie, asking that the company be required 
to build an adequate station at that point, with suitable 
platforms and other appurtenances, and that a reason- 
able train service be afforded the traveling public from 
that point. It is stated that the present station and 
other conditions are wholly inconvenient and danger- 
ous in their arrangement and inadequate in size and 
lacking in every requisite that goes to make up a 
comfortable, cleanly and respectable railway station, 
and that its unsightliness is but- partially relieved by 
the patent medicine advertisements covering a large 
part of its exterior. The complaint has been served 
and an answer required within twenty days. 


Criticizes Gypsum Rate Decision 





That the recent decision of the Kansas railroad com- 
mission is to the interest of producers having strong 
political influence and will hurt the non-political cement 
mills is the charge made by A. W. Dowler, traffic mana- 
ger of the United States Gypsum company, in commenting 
on the readjustment ordered by that board. 

“In your issue of December 17,” says Mr. Dowler, 
“you publish an article from Topeka on the subject of 
rates on gypsum rock in Kansas. 

“While this article in the main gives facts, all the 
facts are not given and the article is intended as a 
justification of the Kansas railroad commission in order- 
ing an increase of 50 per cent in the rate paid by the 
leading Portland cement plants in the Kansas gas belt 
on their gypsum, making the gypsum cost them 40c per 
ton more, so that the Blue Rapids producers named in 
the Topeka article, who have strong political influence, 
might have an opportunity to sell them. This increase 
in the cost is greatly appreciated by the cement people 
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who pay the freight but lack political influence. The 
only direct misstatement in the Topeka article is on the 
seale of rates. The nearest cement plant to Hope is 117 
miles, and the furtherest from Blue Rapids is about 260 
miles. So the commission made a-graded scale on a 
mileage basis, starting the 2%4c for five miles, and reach- 
ing 6c for 115 miles, then they jump from 115 miles to 
260 miles (not 160 miles as shown in the Topeka article) 
at 6c. As the shortest haul is over 115 miles and the 
longest is under 260 miles, what purports to be a dis- 
tance tariff on a graded mileage scale is, in fact, a 
blanket rate of 6c from all points to all points where 
there is any movement in the state, regardless of the 
distance. 

“The net result of this decision is to place a heavy 
burden on the cement mills in the Kansas gas belt for 
the benefit of the railways.” 





Cast-Iron Pipe Rates Reduced 





Austin, Tex., December 30.—New Jersey and Penn- 
sylvania manufacturers of cast-iron piping have won their 
fight before the Texas railroad commission to secure a 
reduction in rates. By an order effective January 10, 
1911, rates between common points are reduced from 
16.5 cents to 13.25 cents and from Galveston from 19.5 
to 16.25 cents. 

The effect of this order will, it is claimed, again 
give the eastern men a chance to compete on Texas 
business with mills located at Birmingham, and this is 
something it is alleged has not been possible since in- 
terstate rates from the Alabama point to Texas points 
were reduced by the carriers. It was claimed that the 
Texas roads were receiving 19.5 cents for an average 
haul of 325 on business to Fort Worth, Dallas and San 
Antonio, while on interstate traffic for an average haul 
of 381 miles, the Texas roads received a division of only 
16.25. Because of this the state commission held the 
assumption proper that the roads were receiving a fair 
profit on this business. 


Craffic World Changes 


R. S. Stubbs has been appointed general freigh: 
agent of the Southern Pacific company—aAtlantic Steam 
ship lines, with headquarters at New York city. 

B. P. Miller has been appointed commercial agent 
of the Georgia Southern & Florida railway, with head- 
quarters at Valdosta, Ga., vice W. D. Webster, re- 
signed. 

Announcement has been made of the resignation of 
George R. Peck, general counsel of the Chicago. Mil- 
waukee & St. Paul railway. Burton Hanson, general 
solicitor, succeeds Mr, Peck. The retiring general counsel 
has held his present position since 1895. Mr. Peck is a 
veteran of the Civil War, has served as United States 
district attorney for Kansas and was a member of the 
legal staff of the Santa Fe before joining the St. Paul 
forces. His successor’s whole legal life has been prac- 
tically spent with the St. Paul. He went there in 1883 
and was appointed general solicitor in 1895. 

L. W. Landman, general passenger agent of the 
Lake Erie & Western, has been appointed to a similar 
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position with the Michigan Central to succeed O. W. 
Ruggles, who is to be assigned to other duties on ac- 
count of ill-health, 

Announcement has been made that, effective January 
1, 1911, the office of Joseph B. Cabell, second vice- 
president of the Philadelphia & Gulf Steamship company 
will be at 910 Hennen building, New Orleans, La., and 
that G. B. Dowdy has been appointed traffic manager, 
with office at 506 Lafayette building, Philadelphia, Pa. 

W. O. Sydnor has been appointed general agent of 
the Hocking Valley railway, with headquarters at Charles- 
ton, W. Va. 





Cream Rates Suspended 





Washington, D. C., December 30.—The Interstate 
Commerce Commission has suspended until May 1, 1911, 
the following tariffs advancing rates on cream and con- 
densed milk: 


Erie—I. C. C. No. A-4265. 

Lake Shore & Michigan Southern—I, C. C. No. 3254. 

Bessemer & Lake Erie—Supplements Nos. 1, 2 and 3 to 
c € O. eee eee 

Pittsburgh & Lake Erie—I. C. C. No. 1471. 

New York, Chicago & St. Louis—I. C. C. No. 1928. 

Pennsylvania Company—I. C. C. No 2822. 


ESTABLISHES RATES ASKED FOR. 

Albany, N. Y., December 30.—The public service com- 
mission, second district, has closed on its records the 
complaint of C. J. Hazen of Carmel, N. Y., against the 
New York Central & Hudson River railroad as to rates 
on flour and feed from Carmel to points on the Harlem 
division, it appearing that the rate established by re- 
cently filed tariff of the company satisfactorily disposed 
of the complaint. 













Sell The OIL TRADE 


Some 1,100 Independent Oil Jobbers and 
Refiners and nearly 10,000 Oil Producers in 


this' country are Constantly in the market for 


Steel Tanks Tank Cars 





Pipe Boilers 
Hose Steam and 
Hose Couplings Gas Engines 


Belting Chemicals 








You can reach this big and growing market 
ONLY through 


The National Petroleum News 


Representing Independent Oil Men 


Rose Building Cleveland, Ohio 













Employ it as YOUR Salesman. White Us. 
























































. 






THE TRAFFIC WORLD AND TRAFFIC BULLETIN 1003 


POSITION WANTED 


Thoroughly competent, sober and 
industrious traffic man who is at present 
employed, wants position where his 
ability will be given larger scope. Has 
railroad and industrial experience and 
can handle big proposition. 


Traffic Man “F.,’’ The Traffic World, 
Chicago. 


ARE YOU LOOKING 


FOR AN 


Experienced Traffic Man? 


One who is an Expert in his line. 








Ifso, address H-21, The Traffic 
World, Chicago. 





Northwestern University 


School of Commerce 
Cor. Lake and Dearborn Streets, Chicago 


EVENING COURSES IN 


TRANSPORTATION 


(1) COURSE IN INTERSTATE COMMERCE LAW. 
Friday evenings, 7-9. Open to new members after 
February 6th, 1911. Close study and discussion 
of the Interstate Commerce cases and court de- 
cisions. 

(2) COURSE IN RAILROAD RATES AND RATE- 
MAKING. Tuesday evenings, 7-9. Class may be 
entered now by special arrangement—new term 
begins February 6th, 1911. An experienced tariff 
and traffic man explains and leads the discussion 
of classification, territorial divisions, and problems 
in rate-making. 

(3) COURSE IN THE LAW OF LOSS AND DAM- 
AGE CLAIMS. Wednesday evenings, 7-9. New 
term February 6th. Based on a study of decided 
cases, reports of which are used as text-books. 















FREE LECTURES. Visitor’s ticket admitting to one 
session of each class issued on request. Special bulletins 
describing the courses in detail mailed free. 

AN OPPORTUNITY for men employed during the day 
to gain a scientific knowledge of traffic and transportation 
by systematic, thorough study. 

TUITION: Single course of 16 weeks, $15; two courses, 
$25; three courses, $35. 

OTHER COURSES offered are: Finance, Stocks, Bonds 
and Investments, Commercial Law, Accounting, Re- 
sources, Econonaics, Advertising, Languages. 
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Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 


CATHCART TRANSFER UNION TRANSFER & | OMAHA VAN & STOR- 

















& STORAGE CO. STORAGE CO. | AGE CO. 
ATLANTA, GA. INDIANAPOLIS, IND. | OMAHA, NEB. 
BALTIMORE TRANS- ADAMS TRANSFER & PHILADELPHIA WARE- 
FER CO. oe a HOUSE CO. 
Light & Lombard Sts. 22 - 4 
BALTIMORE, MD. KANSAS CITY, MO. PHILADELPHIA, PA. 
| GREANEY BROS. CALIFORNIA WARE- PROVIDENCE WARE- 
| 88 N. sth St. HOUSE CO. HOUSE CO. 
| BROOKLYN, N. Y. LOS ANGELES, CAL. PROVIDENCE, R. L 





THE COLORADO 


| J. ©. BUCKLES TRANS. | d 

| , Co. | pgs (<< ool ARS TRANSFER & STORAGE 
. 

217-219 W. ad St. CO. 

| CINCINNATI, OHIO | LOS ANGELES, CAL. PUEBLO, COLO. 








CLEVELAND STORAGE | PATTERSON TRANS- 


BOWMAN TRANSFER S&. 


& W. CO. 
Co. FER CO. 708 E. Main St. 
CLEVELAND, OHIO MEMPHIS, TENN. RICHMOND, VA. 





BUCKEYE TRANSFER & 


BROWN TRANS. & 





| | goo S. . 
COLUMBUS, onto § | MILWAUKEE, WIS. 9 | st. JOSEPH, MO. 
| fe ‘ : . be . x - ; st Linn. Soo aon 7 
THE BENEDICT WARE- |. MINN. TRANS. & STOR- SEATTLE TRANSFER 
| HOUSE & TRANS. CO. AGE CO. co 
15th and Welton Sts. 122 S. sth St. 
| DENVER, COLO. SEATTLE, WASH. 


MINNEAPOLIS, MINN. 











| DENVER TRANSIT & THE PECK & BISHOP GEORGIA LIGHTERAGE 

| WAREHOUSE CO. | co. & TRANSFER CO. 

| DENVER, COLO. ff | NEW HAVEN, CONN. SAVANNAH, GA. 

| WARWICK - THOMSON 9} | AMERICAN STORAGE & 

| E. & BELDEN & SONS ier ens a | MOVING CO. 

HARTFORD, CONN. 54- est 34th St | 

NEW YORK | ST. LOUIS, MO. 

"HARRISBURG TRANS- § | SOUTHWEST TRANS. |THE TOLEDO WARE- 
FER CO. FER & STORAGE CO. HOUSE CO. 

| Pennsylvania Depot | OKLAHOMA CITY, 1309-19 Lagrange Street. 

| HARRISBURG, PA. | OKLA. TOLEDO, OHIO 
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Directory of; Transfer Agents, Freight 


Forwarders, Warehousemen, Custom 
House Brokers, etc. 





BINGHAMTON, N. Y. 


MERCHANTS’ WAREHOUSE COM- 
PANY. Storage, transfer and for- 
warding. The Quackenbush Company. 





BUFFALO, N. Y. 


BUFFALO STORAGER & CARTING 
CO., 350-356 Seneca St. “Unsurpassed 
facilities’ for storing, handling, trans- 
ferring and forwarding goods. Tele- 
phone No, 683. 





CHICAGO, ILL. 


JUDSON FREIGHT FORWARDING 
Co., INC., 448 Marquette Bldg. Car- 
load distribution to all railroads at 
Chicago without teams; L. C. L. ship- 
ments of machinery forwarded at re- 
duced rates to all principal western 
and Pacific Coast points. 


MIDLAND WAREHOUSE & TRANS- 
FER CO., 484 and Robey Sts. Belt 
line warehousing and reshipping with- 
out teams. Carloads received rail or 
lake and reshipped rail, L. C, L., at 
Chicago rates. Insurance rate, 29c. 


G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehousemen and insurance 
agents: custom house brokers and 
custom house attorneys. 


DALLAS, TEX. 


W. M. EDWARDS, JR., 113 Austin St. 
General transfer and forwarding 
agent; reshipping; storage; ware- 
house. Carloads or less consigned to 
our care will be delivered promptly. 


DETROIT, MICH. 


BE. FERGUSON CO., LTD., foot of 
Fourth St. Authorized cartage agents 
for the MICHIGAN CENTRAL R. R. 
CO. General cartage and forwarding. 
Special attention to carload distribu- 
tion, 


THE READING TRUCK CoO., 6th and 
Congress Sts. Authorized cartage 
agents for the Wabash and Canadian 
Pacific railways and for the Anchor 
Line steamers. Special attention given 
to distribution of carload freight for 
two or more parties. Merchandise de- 
livered as ordered. 





ELMIRA, N. Y. 


ELMIRA STORAGE & SUPPLY CO. 
General storage, transferring and for- 
warding. Warehouses accessible to all 
rafivesda. Prompt service. 





KANSAS CITY, MO. 


K. & M. STORAGE Co., Ninth and 


Santa Fe Sts, 

Track connection with all roads en- 
tering oy: 

Carloads stored, distributed and re- 
shipped. 


Track capacity, eight cars a day. 

Low insurance, prompt, satisfactory 
service. 

Bonded in accordance with state laws. 





LOS ANGELES, CAL. 


LOS ANGELES TRANSFER CoO., 830 
8S. Broadway. Baggage and freight 
distribution; consignments and car- 
loads our specialty. Established 1885. 





LOUISVILLE, KY. 


LOUISVILLE PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses. 





ST. LOUIS, MO. 


ASHLEY WAREHOUSE CO. Bonded 
and genera] storage. Drayage facili- 
ties. Cars promptly handled. Custom 
house entries attended to. Insurance 
18c. Track connections. 


BONDED EXPRESS & TRANSFER 
CO. Distributors of bulk shipments, 
—- or less. Consignments so0- 
cited. 





SALT LAKE CITY, UTAH. 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bldg. Genera] transfer 
and distributing agents. Carload dis- 
tribution our specialty. Reliable and 
prompt. Established 1872. 





SCRANTON, PA. 


MERCHANTS’ WAREHOUSE co. 
Commercial storage, transfer and for- 
warding; railroad sidings. The Quack- 
enbush Co., proprietors. 





SAVANNAH, GA. 


SAVANNAH WAREHOUSING co. 
Wholesale distributors and manufac- 
turers’ agents. Modern brick ware- 
house and unexcelled transportation 
facilities. We make a specialty of 
representing manufacturers carrying 
goods at Savannah for supplying 
southern trade. Prompt attention 
given carload shipments for distribu- 
tion. Drayage. 





WILKESBARRE, PA. 


MERCHANTS’ WAREHOUSE CO. 
Storage, transfer and forwarding. The 
Quackenbush Ce, 


LEADING COMMERCIAL AND 


TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in ch 
of traffic of industrial or commerc 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 

Officers 


J. C. Lincoln, President, 
Comm’r Merchants’ Exchange Traffie 
Bureau, St. Louis, Mo. 
W. M. Hopkins, Vice-President, 
Mer, Transp. Dept. Board of Trade, 
Chicago, Ill. 
W. E. Cooke, Secretary-Treasurer 
T. M. Automatic Electric Co., Chi- 
cago, Ill. 


ILLINOIS. 


Lake County Manufacturers’ Association, 
E. P. Sedgwick, Pres., Waukegan. 
National Assoclation of Agricultural Im- 
Gooenents and Vehicle Manufacturers, 
. J. Bvans, Secy., Chicago. 
Sterling 
Manufacturers’ and Shippers’ 
Associ< ‘ion, 
In charge of traffic of industries at 
Sterling and Rock Falls, Ill. 


BE. F. Lawrence..... RPA #- President 
WE, LRP IIMOG. oo cc ccece Vice-President 
P 6. * See Secretary-Treasurer 
W. E. Long.............Traffic Manager 
MINNESOTA, 


Northern Pine Manufacturers’ Ass0cla- 
tion, H. S. Childs, Secy., Minneapolis. 


MISSOURI. 

Business Men’s League, P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bldg., 
St. Louis. 

Commercial Club, H. G. Krake, Comm’r, 
St. Joseph. 

Kansas City Transportation Bureau of 
the Commercial Ciub, H. G. Wilson, 
Trans. Comm’r, 105-6-7 Board of Trade 
Bldg., Kansas City. 


NEW YORK. 


Albany Chamber of Commerce, Wm. B. 
Jones, Secy., 95 State St., Albany. 

National Wholesale Grocers’ Association, 
A. H. Beckman, Secy., 6 Harrison 8t., 
New York. 





OHIO. 


Cleveland Chamber of Commerce, Munson 
A. Havens, Secy., Cleveland. 


TRAFFIC CLUBS 


The Traffic Club of New York, F. EB. Her- 
riman, Pres.; C. A. Swope, Secy. 

The Traffic Club of Chicago, John T. 
Stockton, Pres.; Guy S. McCabe, Secy. 

The Traffic Club of Philadelphia, Edw. 
Knight, Pres.; H. C. Trumbower, Secy. 

The Traffic Club of St. Louls, Geo. J. 
Tansey, Pres.; A. F. Versen, Secy.-Treas, 

The Traffic Club of Pittsburg, O. M. Elis- 
worth, Pres.; T. J. Walters, Secy. 

The Transportation Club of Indianapolis, 
L. J. Blaker, Pres.; L. E. Stone, Secy. 

The Transportation Club of Louisville, 
Alfred Brandeis, Pres.;: W. EB. Cham- 
bers, Secy. 

The Transportation Club of Toledo, Thos. 
Conlon, Pres.: L. G. Macomber, Secy. 
The Traffic Club of St. Paul, J. R. Jones, 

Pres.; A. L. Bowker, Secy. 

The Traffic Club of Newark, Chas. Mil- 
bauer, Pres.; E. G. Well, Secy. 

The Transportation Club of Detroit, Mich. 
Geo. W. Parker, Pres.; W. R. Hurley, 
Secy. 

The Rallroad Club of Kansas City, Mo. 
James L. Marens, Pres.; Claude Man- 
love, Secy. 
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“Nor shall any carrier charge or demand or collect or receive a greater or less or different compensation for * Gregus 
of * pro y, or for any service in connection therewith, between points named in * tariffs than the rates. 
, Boba which are specified and in effect at the jtime.”*—~Section 6. Interstate Commerce Act, June 29,{1906. ; 


**Consignors and consignees should co-operate with agents of carriers in avoiding misunderstandings and errors in routing 
— must expect to r some responsibility}jin comheetttn therewith.” —Jnterstate Commerce Commission Ruling, November 15, 


EVERYDAY FREIGHT RULES 
TARIFF MANUAL 


Applicable to 


Interstate Traffic 


Contains principles outlined by the Interstate Commerce Commission in its Tariff Circulars and 
Conference Rulings, recognized and applied by the carriers of the United States, pertaining to 


Everyday Freight Traffic 


Also | 


Rules for arrangement of tariffs and supplements as prescribed‘by*the I. C. C. 
Rules for proper application of tariffs covering rates,"rules and*routing.* 
Forms of representative tariffs, with examples of}their use. 

Definitions of technical terms and phrases. 





All of the information is shown in a manner easy of reference, under general headings covering each 
subject treated, with appropriate subheadings, and it is completely and thoroughly indexed. 


Already endorsed and adopted by a large number of leading railroads for distribution to agents 
and to representatives of freight, accounting and claim departments. 


Also endorsed by prominent industrial traffic managers and shippers. 


Commended by the American Association of Freight Agents at annual meeting in April, 
1910, the report of the committee appointed to examine the book stating, “I¢ is our opinion that 
the information contained in the book should be in the hands of every agent and clerk 
charged with the responsibility ot handling freight traffic.”’ 


This publication was compiled, after fifteen years’ traffic experience, for everyday use by the 
railroad agent and the shipper. 


Every freight representative, agent, Every shipper, industrial traffic 
ill clerk and claim clerk should manager and shipping clerk 
secure a copy. should possess a copy. 


To take care of changes brought about by the new Interstate Commerce Act and future rulings 
of the Interstate Commerce Commission, supplements will be issued as often as may be necessary to 
contain changes or additions resulting therefrom. 


PRICE, Postpaid Compiled and issued by 
$1.50 
including all supplements for one year from Charles E. Bell, 


date of issue. 313 Equitable Building . ATLANTA, GA. 





REMIT WITH ORDER (Chief Clerk, General Freight Department, Southern Railway) 


| 
| 











VOLUME 
TIGHTLY BOUND 
BEST COPY 
AVAILABLE 





